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the Norton experience. 
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Road Tests 


Can-Am T’NT 250 Enduro 
After calling it the best, what’s left? 
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Minoita helps you 
scramble for glory. 


Beat the competition with a camera that doesn’t get in your way. 

You’re comfortable with a Minolta SR-T from the moment you pick it up. 
This is the 35mm reflex camera that lets you concentrate on the picture, 
because the viewfinder shows all the information needed for correct ex- 
posure and focusing. You never have to look away from the finder to adjust 
a Minolta SR-T, so you're ready to catch the one photograph that could 
never be taken again. 

And when subjects call for a different perspective, Minolta SR-T cameras 
accept a complete system of interchangeable lenses, from “fisheye” wide 
angle to super-telephoto. 

Try a Minolta SR-T and move into fine photography. For more informa- 
tion, see your photo dealer or write Minolta Corporation, 101 Williams 
Drive, Ramsey, New Jersey 07446. In Canada: Anglophoto Ltd., P.Q. 





a SR-T 101/Minolta SR-T 102 


Is your camera a meons of self-expression? If so, enter the Minolta Creative Photography Contest. Grand 
Prize: two weeks in the south Pacific islonds for two, $1000 cash, and a Minolta SR-T 102. 1428 other valu- 
able prizes will be awarded. Nothing to buy. Minolta equipment not required. See your Minolta dealer 
for details and registration. Or write: Minolta Creative Photography Contest, Box 1831, Blair, Neb. 68009. 
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Speno Award Goes 
to Honda R&D 
Engineers. 


1975 Honda 
Motorcycles to Debut. 


Hondaline™ Introduces 


New Touring Gear. 


Marty Smith Becomes 
Youngest AMA-MX 
Champion. 


Honda Donates Helmets 
and Safety Vests 
to MSF. 


The Third International Congress on Automotive Safety, held 
recently in San Francisco, saw two engineers from Honda R & D 
Co., Ltd., of Japan, receive the Edward J. Speno Automotive 
Safety Award. Recipients of the award were Yoshinori 
Watanabe and Keigo Yoshida. The paper, entitled Motorcycle 
Handling Performance for Obstacle Avoidance, was judged best 
of all papers delivered at the second congress. Messrs. Watanabe 
and Yoshida, using sophisticated analyses, showed the high level 
of handling of Honda motorcycles; that the most important 
factor of all is the rider himself; and that his safety can be 
enhanced through thorough safety training. 


The 1975 Honda motorcycle models will soon be appearing at 
Honda dealerships. In addition to some surprises in brand-new 
motorcycles, all models have been given added safety features 
and attractive new styling. Watch for them at your local dealers. 


The array of Hondaline riding apparel continues to grow, with 
the recent introduction of special touring gear, designed to fit 
over commuter or road riding clothing. Now available is an 
attractive and protective all-weather riding suit with a revers- 
ible, reflective belt and many snap pockets. An enduro riding 
jacket and pants are also available. The third new item from 
Hondaline is a pair of riding boots that are attractive enough 
for wear at the office, yet are rugged and protective. 


Seventeen-year-old Marty Smith, Team Honda motocross racer, 
is the youngest motorcycle rider to ever become a national AMA 
champion. Marty won the 125cc class title riding his Honda 
Elsinore™ the very first year that the AMA officially recognized 
the class. Marty clinched the number one spot with wins in Cali- 
fornia, Utah and Kansas. Final 1974 standings in the 125cc 
class give Smith the #1 plate. The four Team Honda 125 riders 
swept the Ist, 2nd, 3rd and 4th positions! 


The Motorcycle Safety Foundation recently received an impor- 
tant donation from American Honda—a gift of 2,500 Hondaline 
helmets and over 1,000 High-Visibility Safety Vests. These 
items will help implement a safe-riding program, which consists 
of instruction seminars held in major cities across the country. 
High school driving instructors, law enforcement officers, mili- 
tary safety officers and others will receive motorcycle riding 
safety instruction which they will pass along at local safety 
classes to all interested motorcycle riders. 


Honda Elsinore GR’s are designed for motocross use only and are sold “as is* without warranty. 
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Stop the Thrills 


® (From the Chicago Sun-Times): 

Until a few years ago nobody cared 
much about Statistics of motorcycle 
deaths or accidents. Now 4 million regis- 
tered motorcycles are on U.S. streets and 
highways, a 536% increase in their use 
since 1961, and cyclists were killing 
themselves off in 1973 at the rate of 16% 
ahead of 1972 and injuring themselves 
13.2% more in the same period. 

Many doctors would ban motorcycles. 
“We call them ‘murder-cycles’. They are 
disaster machines,” said Dr. Levon K. 
Topouzian, chief of orthopedic surgery at 
Weiss Memorial Hospital. 

“It takes a certain personality to be an 
alcoholic,” said Topouzian. “It takes a 
certain personality to be drug-addicted. 
It takes a certain personality to ride a 
motorcycle.” 

Most doctors and nurses would stop the 
thrills. “It is simple,” said Topouzian. 
“Just take the motorcycles off the high- 
way.” 

* ms oo a 
(From the Westlake Times-Picayune): 

Ever since the discovery of porcelain 
humankind has been on a collision course 
with injury, death and worse. While the 
bathtub seems harmless enough it has 
been responsible for untold maimings 
since the days of Hammurabi, and the 
mounting toll of “bathtub” cases has local 
doctors and nurses whirling their proc- 
toscopes in despair. 

“The main problem seems to be a gen- 
eralized belief that bathing somehow 
makes you feel good,” said Dr. Wingfoot 
Crutch, Chief Orderly at the Westlake 
Hospital and Delicatessen. ‘‘But those of 
us in the medical profession have seen 
so many shattered bodies dredged out 
of bathtubs that we know better. Bathing 
is simply not good for people, over and 
above the accident risk. The ‘good feel- 
ing’ that descends on a bather as he steps 
from the tub is temporary, probably in- 
duced by hallucinogenic minerals seeping 
into the pores of the skin. Besides, it has 
never been soundly demonstrated that 
the human skin is- in fact waterproof; we 
are presently engaged in a study of the 
correlation between excessive bathing 
and water-on-the-knee, one of humanity’s 
great cripplers.”’ 

If people insist on taking baths, Dr. 
Crutch advises, several precautions must 
be observed. “First and foremost, the 
water level in the tub must not be allowed 
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to exceed 2 inches. Second, the bather 
should equip himself with golf shoes to 
reduce the chance of slipping either upon 
entry or exit, and shoulder pads and a 
helmetin case he happens to slip anyway. 
Third, to avoid the problem of waterlog- 
ging the bather should coat his body with 
the proper mixture of rubber cement, 
creosote and caulking compound. 

“Listen,” Dr. Crutch concluded. “You 
know and | know that taking a bath is 
fun. You leap in either alone or with a 
companion, lather up, play in the bubbles 
and push the tub-toys around. But we in 
the medical profession see the tawdry, 
tragic underside of the whole bath tub 
situation, and we would be remiss both 
as doctors and as human beings if we 
didn’t recommend the immediate confis- 
cation of every tub in Westlake. Certainly 
we can foresee difficulties, especially 
from the tub industry, the Civil Liberties 
freaks and Colgate-Palmolive. But all this 
killing and maiming simply has to stop. 
People might not have as much fun or 
smell as terrific as they once did, but at 
least they'd be alive.” 


er * * 4 
oo * * *% 


(From the Washington DC Porkbarreler): 

The Annual District Psychiatry Conven- 
tion was held at the Sheraton Hotel here 
yesterday, and the conclusion reached 
by august psychiatrists from far and near 
was that the profession of politics could 
no longer be deemed conducive to satis- 
factory health and should be banned 
forthwith from the District and its environs. 

“None of us is exactly sure when the 
profession grew too dangerous to be 
condoned. We think that politics first be- 
came psychologically debilitating when 
the general public literacy rate climbed 
to the level of the hand-stapler,’’ com- 
mented Dr. H.D. (“Head”) Candler. “In 
the good old days, why, voters used to 
attend political rallies for the beer and 
chicken, and then go to the polls and vote 
because their wives liked to gossip with 
each other. It was a harmless profession. 
So what if a bunch of old big-talkers got 
themselves elected and moved to Wash- 
ington for a few years at the public 
trough? It didn’t really make any dif- 
ference one way or the other, until the 
press started paying attention. Boy! Just 
look at the profession now. Until 1973, 
our figures show only .004% of all politi- 
cians had to face the trauma of getting 





their hands caught in the till, and only 
a tiny percentage of those actually went 
to court and faced a jury. But in 1974 
more than 35% of all licensed, card-car- 
rying politicians were nabbed either influ- 
ence-peddling, consorting with the Mafia, 
operating as bag-men, receiving kick- 
backs, breaking into private homes and 
offices, obstructing justice, removing 
labels from pillows and driving in excess 
of 55 mph. 

“Our studies have pointed out that be- 
fore these men became involved with 
politics they were reasonably honest, 
God-fearing, home-loving, industrious, 
intelligent men. And then as soon as they 
won a high public office it all came down 
like a house of cards. Interviews show 
that before they were elected they 
thought of politics as something enjoy- 
able, something rewarding. Service to the 
country, that sort of thing. A noble pro- 
fession—certainly not a dangerous and 
debilitating one. But after a couple of 
years they develop symptoms of Phe- 
langes Stickeremia, followed by Nono 
Commentemia and Nolo Contendremus, 
and ultimately the completely immobilizing 
Hotelus Crossbarus, which can remain a 
problem from two to 20 years. And even 
after they finally shed the Hotelus Cross- 
barus syndrome and return home, they 
still display evidence of chronic psycho- 
logical disturbance. One of our recent 
cases, in fact, sat before a typewriter and 
wrote fairy tales for 16 consecutive 
months, and then went out and tried to 
sell them! 

“Its quite tragic, this startling increase 
in the rate of disturbed politicians. If our 
great nation wants to continue boasting 
about the mental health and general 
well-being of its citizens, then it must see 
its way clear to protect the population 
from itself. A good start would be to isolate 
and ban all professions and hobbies that 
we know cause mental distress. Politics, 
of course, should be the first to go.” 

zk * * x 
(From the Unionville Horsefeather): 

Reinhold Petcock, a local motocross 
champion, stepped into his bathtub two 
nights ago clad in the required golf shoes, 
shoulder pads, helmet, rubber cement, 
caulking compound and creosote, and 
had what he called, “the shock of my life.” 
Sitting there in Petcock’s two inches of 
water, much to Reinhold’s surprise, was 

(Continued on page 15) 
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Refreshing High-Speed Touring 


“Speed Line 983”? 


Speed Line 983 has superb road holding, 
steering and braking capabilities backed up 
by the technology of our racing-tire develop- 
ment experiences. 

It features an extra low profile 80 percent 
aspect ratio, special nylon cords and high- 
grip compounds, they assure stability when 
driving at high speed on freeways and high- 
ways. 


Approved by the American Motorcycle Association 


<V YOKOHAMA 
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Money Racing 


® Motorcycle journalists are genuinely 
concerned with the well-being of interna- 
tional roadracing even if facetiae some- 
times obtrudes on the carefully balanced 
judgments. We recognize the widening 
appeal and spread of roadracing and the 
decay of xenophobia. Europeans now 
race at Daytona, Americans compete at 
Imola and in Britain, and Kenny Roberts 
displays more than a passing interest in 
FIM Grand Prix competition (grabbing 
third in the Dutch TT). It’s satisfying to 
see the international set coming and 
going foremost as roadracers—as equals. 
We've no regrets that the enmity which 
marred early attempts at Transatlantic 
compatibility has ceased to exist. And 
insidiously nationalistic laws and intro- 
verted interpretation of the rules have 
largely become things of the past. 

Admittedly, the FIM is apparently able 
(and only too willing) to clamp a stultifying 
brake on progress, witness the TZ750 
ban. But minor FIM ineptitudes will only 
impede, not halt, the advance. It’s a sim- 
ple case of supply and demand. Nothing 
will stop 750 racing if riders are paid to 
race a particular class of bike (and/or 
engine), if manufacturers supply the right 
machines, if promoters stage big-buck 
events, and if national federations en- 
dorse the efforts. Obviously the AMA and 
ACU are doing and will continue to do 
just this. Therefore we probe, question 
and criticize (sometimes too harshly) our 
local brand of roadracing, looking for 
improvements to benefit international 
racing and racers. 

The June-time gathering of British jour- 
nalists in the Isle of Man could be de- 
scribed as a joyful annual pilgrimage to 
the Tourist Trophy Races, were it not for 
the profound depression which inevitably 
descends on our get-togethers. For, you 
see, we journalists worry over the TT’s 
drift towards possible oblivion, and regret 
that the TT isn’t the thing it was. Knowing 
full well it can never again be the same, 
we search our souls, wondering whether 
we should continue to support a rundown 
TT. We might pose the hypothetical ques- 
tion: ‘‘What can we do with the TT?” And 
we'll receive coloquial replies sum- 
marized as “Stuff It.” 

However, the Isle of Man authorities and 
the ACU see the TT as no subject for 
cynical humor. The TT is an irreplaceable 
source of revenue for the loM; it’s the 
biggest single tourist promotion. Tena- 
ciously the men from the ACU extol the 
TT as “the world’s greatest roadrace,” 
though some have the decency to blush, 
knowing their protestations fall on many 
a deaf ear. They concede that a great 
6 








act of rejuvenation is essential to put the 
TT back on a prestigious footing. But they 
are so tied to the TT’s traditional format, 
they set themselves the impossible task 
of “restructuring the TT without actually 
touching the TT.” 

Fatefully, the period of TT decline saw 
Daytona’s elevation to worldwide fame 
and acclaim, but the significance can be 
more imaginary than real. It was, in fact, 
sheer coincidence. Daytona had no direct 
effect on the TT’s prospects; indirectly 
the written editorial words evaluating the 
relative merits usually came down in Day- 
tona’s favor. Yet there was no good rea- 
son why the TT could not have flourished 
well apart from Daytona. The two, after 
all, had precious little in common. They 
did not operate in direct competition. 

Inexorably, the march of events nearer 
home precipitated the TT’s slide towards 
possible ruin. There was the widening 
spread of world championship meetings 
which undermined the TT’s value; the 
spread permitted riders to collect cham- 
pionship titles while deliberately ignoring 
the loM. There was a growing disen- 
chantment with the TT, and riders openly 
derided the theory that the inherently 
perilous 37%-mile “mountain circuit” was 
a Challenge they could not afford to ig- 
nore. There was the unanimous decision 
by the star riders that the TT could some- 
how get along without their services, a 
revolt indicative of a new breed of works 
riders able to dictate their own terms. 
Then followed the crushing blow of the 
GP factories underwriting their riders’ 
ban. By 1973, the anti-TT faction ranged 
in full cry. None of the regular GP factor- 
ies sent along entries. No solo world 
champions came to the start line. Much 
of the opposition was concerned with time 
and money; the two-week spell in the 
island was ill-spent for small reward. 

Many thought the cash-flow was the 
beginning and the end. They rebuked the 
ACU for bumbling along in amateurish 
ways. The ACU suddenly discovered 
inveterate longing to embrace the mon- 
ey-is-irresistible theme; it demanded 
bigger contributions from the Isle of Man. 
The loM responded with a record 
$180,000 for 1974. Everybody sat back 
and waited for the great stampede of 
stars. No chance. The aces remained 
mute and remote. In desperation the Isle 
of Man treasury indicated a further sum 
was available, conditional on the stars 
being signed. Accordingly, an ACU official 
sallied forth on the assignment: ‘‘Get 
Read and Agostini” (the rest will follow). 

Rumor put the top inducement for Read 
at $16,800. Rumor exaggerated; the ac- 


tual sum offered as a basis for discussion 
was nearer $6,000. The offer, in any case, 
crashed onto stony ground. Read said 
“No,” Ago said “No,” and almost every 
world-ranking rider turned away—big- 
money come-hithers and all. 

TT apart, an essential thing to realize 
about roadracing professionalism in 
Europe is that world championship meet- 
ings provide only a proportion of a top 
rider’s seasonal earnings. Nowadays, the 
proliferation of prestige one-day meetings 
on the Continent presents riders with 
unparalleled opportunities to pick and 
choose—and to accumulate wealth. By 
spurning the TT for instance, Read freed 
himself to race at Chimay (Belgium), 
probably picking up $3600 in start money. 
From Belgium, he made a quick trip to 
England and Mallory Park’s “Post TT” 
international and a bigger payout. 

Of course, the sums are necessarily 
approximations, since promoters/riders 
games are played pretty damn close. 
Sometimes the figures need a bit of swal- 
lowing, as with Ago’s purported $7200 for 
Chimay. But assuredly there are meetings 
where the top four star riders receive 
$6000 over and above prize money ex- 
pectations. Add on two winning purses 
and one rider goes home $10,000 hap- 
pier. Not bad for an afternoon’s work. 

Its a sort of world turned upside-down 
situation, with the FIM Championship 
meetings doling out miserable offerings 
when compared with the “ordinary” in- 
ternationals. World championship pay is 
controlled by an FIM system of guaran- 
teed minimum rates (based on the pre- 
vious year’s points total). No such niceties 
inhibit the dealings related to Mallory, 
Chimay and elsewhere, where starting- 
line tariffs are strictly negotiable. As one 
promoter put it, in a rash moment of can- 
dor: ‘‘At our world championship GP we 
pay riders what the FIM believes they are 
worth. Other times we pay the riders what 
we know they are worth.” 

Quite simply, the organizers of world 
championship GPs have captive perform- 
ers (they are chasing points; they must 
compete) and a captive audience who 
want to see the stars. Promoters pay 
riders bearing points, who may or may 
not be crowd pullers, because it is law. 
They'll brush aside the reasonable de- 
mands of renowned performers who, for 
various reasons, have recorded no 1973 
scores. Paul Smart knows. Although rac- 
ing a works Suzuki 500cc square-four 
exotic, he sticks rock bottom on GP lists 
for starting gold—‘‘not enough to cover 


(Continued on page 18) 
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Castrol Oils, Inc. 


Castro! News 


Lubrication Excellence Since 1899 


Cycles on Castrol Sweep 1973 Competition 





Member Burmah Group ETa 


Dramatic Wins in 1973 Motorcycle Competition proved it— AMA, ISDT, AMDRA — Castrol 
lubrication was the right way to go. The season’s results were overwhelming. Top cyclists 
driving Castrol-lubricated machines swept the board capturing. every No. 1 Expert Class 
spot in AMA-Sanctioned Road Races. The trend began with successes at the Daytona Classic: First 5 Places, 
Expert Class; First 3 Places, Combined Class; First Place, Novice Class. All on Castrol! When the action 
moved to Dallas, Castrol lubed all 1st Place Leaders in the Expert, Combined, Junior and Novice Classes. 





1974 Marks 
Castrol’s 75th 


Anniversary 


Back in the early 1900’s, there were 
approximately 35,000 motorcycles on 
England’s roads. And the Isle of Man 
Senior T.T. Races of 1911, 1912 and 
1913 were won using petrol and a 
unique lubricant known as Castrol R. 
The nostalgic growth of Castrol Oils 
closely parallels the historical devel- 
opment of motorcars, motorcycles and 
aeroplanes. In the early days, it was 
the Castrol brand that offered life- 
giving lubrication to many of the new 
fangled internal combustion engines. 
During WWI, it was a Rolls-Royce en- 
gine and Castrol R that urged Hand- 
ley Page bombers to advantageous 
heights on cold days. In the record- 
breaking 1920’s and 1930’s, Castrol 
Oils played an active and decisive 
role in speed and endurance feats, on 
land, sea and in the air. Wherever, 
whenever a need or dream arose, 
Castrol and its quality lubricants 
were involved; serving cyclists, motor- 
car owners, inventors, pioneers, ad- 
venturers and sportsmen. It was out 
of this wealth of experience that 
Castrol developed Castrol GTX, the 
world’s finest motor oil. This year, 
Castrol celebrates its 75 years of de- 
pendable service to men on the move. 
It has been a gratifying generation of 
achievement since that day in 1899 
when a very perceptive gentleman, 
Charles Cheers Wakefield, opened his 
modest office in London. 


Castrol Oils, Inc. is pleased to announce that 
Fork Oil is now available in 20 and40 grades. 
These two new grades permit cyclists to 
make moderate adjustments in their front 
fork shock action, simply by replacing the 
present fluid for softer or firmer ride. 


————— a 


Later at Atlanta, Castrol lubricated the First 5 Places in both Expert and 
Combined Classes plus the First 3 Places in the Junior Class. At Loudon, N.H., 
bike-riders using Castrol rode off with the First 3 Places in both Expert and Jun- 
ior Classes. During September, trail-riding cycle buffs made tracks to Dalton, 
Mass., where the U.S. hosted its first International Enduro Race; the 48th 
Annual ISDT. Here, Castrol broke the language 
barrier and shared the spotlight with the Ist, 
2nd, 3rd and 4th position Trophy Teams — 
Czechoslovakia, Great Britain, Austria and 
West Germany—in the World Trophy Event. 
And with SMK EKSJO (Sweden) for the 1st Po- 
sition Club Trophy. To the track and trail spec- 
tator, it was a mighty successful year for Castrol- 
lubricated machines. But before 1973 bowed out, 
AMDRA — American Motorcycle Drag Racing 
Association—totaled its Final Point Standing 
and named Sonny Routt No. 1 in Motorcycle 
Drag Racing. What does Sonny use? Castrol, of 
course. Thank you for this honor Gentlemen and 
Good Luck in 1974. 





New Product, New Packaging 
Creates a Contrast at Castrol 


When Castrol Oils introduced its Synthetic Two-Stroke Motorcycle Oil last October, few 
cyclists realized that this newest cycle lubricant would share a very popular plastic con- 
tainer with the oldest cycle lubricant in the world: Castrol'Castor-Based “R” Racing Motor 
Oil. But the “new look” plastic container offered certain features that cyclists appreciated: 
the container is graduated for measured use and a screw-on cap keeps the unused oil free 
from contamination. To date, competition 
riders haven’t found the lubricant to sur- 
pass Castrol R for “hot surface cling”; a 
quality in demand when cycle engines 
operate at ultra high speed, high tempera- 
ture and high torque. Popular Castrol R 
has endured the test of time. And for two- 
strokers: Castrol Synthetic Cycle Oil is an 
entirely new development in lubrication 
engineering. It’s 100% pure synthetic; 
clean-burning, non-smoking and non- 
polluting. Superior lubricity (oiliness) en- 
ables two-stroke owners to use it at one- 
half the recommended fuel/oil ratios—up 
to 80:1 — with complete lubrication and 
protection. At Castrol Oils, there may be 
contrast. But there’s no generation gap. 
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Water Purifier: This portable water purifier 
could be invaluable when you’re camping 
or taking extended rides into the back 
country, desert or woods. Discovered by 
old Baja traveling and racing veteran Dick 
Cepek, he has used it for his treks out 
of the country also. Cepek claims the 
purifier will make up to 1500 gallons of 
safe, pure drinking water. The filter is 
made of oligodynamic silver and activated 


charcoal. Cepek also says that the Johns 
Hopkins University has confirmed that the 
silver method of water purification kills 
100% of Pathogenic (disease carrying) 
coliform bacteria. The kit is complete with 
tumbler and 3” x 9” travel case. Available 
for $19.95 Postpaid (Calif. residents add 
6% sales tax) from Dick Cepek Inc., 9201 
California Ave., South Gate, CA. 90280. 
Free catalog also available. 
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Adjustable Wrench: One of the latest 
novel items from Brookstone’s Hard-to- 
Find tool catalog is their Thumb-Slide 
adjustable wrench. Adjustment of opening 
sizes is accomplished by sliding the 
thumb adjuster up and back. Opening 
sizes range from 0 to 15/16” (0 to 24mm) 





with an 11/16” box broach at the 
wrench’s end. Made of drop forged 
chrome-vanadium steel the wrench is 8” 
long. It lists for $9.10 postpaid from 
Brookstone Co., 8192R Brookstone Bldg., 
Peterborough, New Hampshire 03458. A 
60 page catalog is also available. 
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Forward Mount Kit: The newest winning 
edge in motocross is the forward mount 
shock set-up that is being used by all the 
grand prix works bikes. While not able 
to duplicate a works set-up this forward 
mount kit from Competition Dynamics 
appears to be well thought out and com- 
plete. The kit includes a modified, rein- 
forced swing arm, Koni shock dampers 
with an additional finned aluminum cool- 





ing body, S & W springs and top mounting 
plates for your machine. Available for 
Yamaha 250, 360 & 500 MX and enduros, 
Husky 125, 250, 400 & 450, TM Suzuki 
125, 250 & 400 and Honda Elsinore 125 
& 250 MX and enduros. Swing arms range 
from $61.95 to $66.95 and the shock kits 
list for $115.00 per pair. Information 
available from Competition Dynamics, 
5835 N. 16th St., Phoenix, AZ. 85016 or 
call 602-263-9397. 
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Motocross Goggles: Designed for use 
with open helmets the Shur-Fit line of eye 
protective lenses include items designed 
just for motocross. The black, semi-soft 
rubber housings have a foam backing to 
aid as an air seal against any facial con- 
tour. The elastic bands are adjustable. 
Fogging is reduced with top and bottom 
ventilation holes. Tear-off lenses are 





available as extras although two come 
with each new pair of goggles. Clear and 
dark lenses are also available and the 
housing comes in either black or white. 
Suggested list is $6.00 each. Available 
from most motorcycle dealers or write to 
Circle Industries, 17901 Arenth Ave., City 
of Industry, CA. 91748 for information. 
CIRCLE NO. 4 READERS SERVICE PAGE 
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Famous Bates Cycolac A pT TERN t 
i o Each Fairing fa oY Custom fitted chrome Rack. 
Bags in black or white ` A { | i 
wet > is custom fitted Backrest pads etc. available. 
dlus striping. With stop, ; | > 
$ 5 to look right... j Works with any Bates Saddlebag. 
tail and turn light. i j | 
work right. / | 
p Wide range of / 
models and | 
colors. 


Fiberglass Tote Box fits 

any rack. Holds two helmets. 
Comes with Backrest... 
many other features. 





All new 


Fill in the blanks 
in your life With sssesss mam 


quality accessories “"""™" č  ž 
Cis by / 4 














If you or your cycle are not equipped with 
Bates, you're missing the pride and pleasure 
that come with owning the best. Miss no more. 
Bates has a hard-earned reputation for quality 
won over the past 25 years by persistent atten- 
{=S swept back design tion to detail. That's why it’s the brand you can 


Safety Bar and a 
» & 
Ride-off Stang, PUY with confidence. 





Heavy-duty 








































































































Mount together You fill in the blanks below and let Bates fill in Plexiglas in 
or separately. the blanks in your life. solar green or clear. 
Fits most cycles. 

Make and model of cycle ——— : = Fiberglass Tote Box (comes with Backrest Pad) 
Color of Cycle—needed if ordering Custom Color—give official O Black O White O Custom Color ($10.00 extra)......... ia $ 

factory name. ni O Std Size—$79.50 O King Size—$89.50 
Fairing—$89.50 O Black White Custom Color ($10.00 extra) .......... $ —___ Striping—$7.50 O Black O White OGold...... 

Striping—$7.50 O Black O White Gold ; er eee Custom Trim Rails (shown on Tote Box)—$9.95 pr... 6.6... cece 

Rider's Height________ Shield Color O Green O Clear O Luggage Rack (only}—-$34.95 O Backrest—$14.95 O Pad—$14.95. 
Cycolac Saddlebags O Black O White O Safety Bar—$29.95 O Footpegs—$7.95 pr O Ride-Oft Stand—$49.50.... 

With Rear Refl O Std Sz—$59.50 O King Sz—$69.50 as ee Plexiglas Shield (21” width)—$37.95 O Clear O Green E ae 

With 12v Light O Std Sz—$69.50 O King Sz—$79.50 NT es Total eats ; Ba i a. S 

Striping—$10.00 pr O Black White CO oeaks EN Se Plus Shipping & Insurance (10% or $10.00, whichever is less) . . 

Bag Mounts—$19.95 O Bag Guards—$24.95 AE eg ae ea A Total Amount Due O Check O Money Order enclosed for .................. $ 

Fiberglass Saddlebags Send to: Accessory House, Box 1770, Long Beach, CA 90801 

O Black O White O Custom Color ($20.00 extra)................. Ss NAME 

With Rear Refi O Std Sz—$109.50 O King Sz—$119.50 ....... TORNS ADDRESS 

With 12v Light O Std Sz—$119.50 O King Sz—$129.50 ............ PAN CITY, STATE, ZIP 

Striping-—$10.00 pr O Black O White O Gold ..............-...+. s TELEPHONE ( ) 

Bag Mounts—$19.95 O Bag Guards—$24.95 ................- E ERNER AER O $2.00—Send me complete Bates Catalogs including Leather Samples 














Letters 








Pursangs And Turkeys 


No doubt this letter will be one of many 
you will receive telling you that you are 
wrong about the 1974 250 Pursang you 
tested in the July issue. Okay, you are 
wrong. 

I’ve been very actively engaged in riding 
for 15 years, and with all the dirt bikes 
I've owned, including 8 in the last 2% 
years, none of them are in the class with 
the Pursang JPR. 

Obviously you had a very well used test 
bike, as you noted it had been tested 
previously. You also noted you had a 
pinhead-size crankcase leak, and we all 
know that regardless of where the leak 
vents to, there goes all the old power. 

To correct you on a few other points, 
(on which | can speak with authority): 

(1) Speed—My 250 (stock) will outdrag 
a 125 Elsinore with GP kit by about 15-18 
bike lengths in 250 yards. It will outdrag 
a 360 Yamaha MX (1974) about 4-5 bike 
lengths on the same dirt strip. It will do 
in a 250 Elsinore 6-7 lengths, and a 250 
GP CZ about 7-9 lengths. On an MX type 
surface the YZ is no contest either, be- 
cause it was patterned after a bird and 
tries to fly sideways all the time. Now the 
punchline: | weigh 240 Ibs. ready to race. 
(2) Brakes—The front is the best except 
for a well-adjusted Yamaha. 

(3) Rear Brakes—will lock the wheel any 
time | so desire. 

(4) Wheels—Mine are not out of line, and 
| have never heard of this on a Pursang, 
so | can’t comment further. 

(5) Rear Tire Pressure—I run 4 psi in mud, 
8-10 psi normally, 10-12 psi on a very 
hard surface. I’ve had this bike 6 months. 
| still have the original tube. The tire does 
not slip. 

(6) I’ve never bent an axle (on any dirt 
bike). 

(7) The Elsinore forks are a joke com- 
pared to mine (yes, experience speaking). 
(8) The Amal does not leak, or at least 
it has not leaked on my last three 250 
Pursangs, ‘71, ‘73, '74. 

(9) Jetting—You are correct. They come 
too rich stock. No dirt bike ever manufac- 
tured has ever, or will ever, come jetted 
right for every track in all 50 states. By 
being jetted rich you turkeys were not able 
to ride it. Try a 470 main, 109D needle, 
35 pilot, needle in center. (This is the 
jetting factory Buls run.) 

Finally, (at last, whew!) you said many 
of the great things were bad, which was 
a mistake, but you did not cover the real 
goofs on the bike: 

(a) Breakable fenders 
(b) Gas tank and side panels crack 
(c) Rear spokes are fragile 
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(d) Engine and pipe paint goes away in 
one day 

(e) Fork vents cover you with oil on hard 
compression 

(f) Poor stock front tire (rear is great as 
you said) 

If you want to see a proper test of the 
new Pursang, look at the recent tests 
conducted by other magazines. You just 
got blessed with a terrible test bike. 

John McAlpine 
Nashville, Tenn. 

No. We were blessed with two terrible 

Pursang JPRs—Ed. 


| enjoyed your test of the 250 Bultaco 
“Pomeroy Replica” in the current issue 
of Cycle, and agree with most of the 
opinions expressed therein. | had one of 
the first blue-tank 250s in the country. 
Compared to the previous Bul 250, the 
new one is considerably easier to ride 
at a faster speed. 

But getting to the point of this letter, 
| spent a lot of time conversing with the 
good fellows at Bul headquarters in Vir- 
ginia Beach. They told me that the bike 
was not officially designated as a Pom- 
eroy Replica, but many Bultaco dealers 
were tagging it thusly. Their organization 
was not actually sanctioning such a 
name, but they weren't discouraging the 
dealers from using it either. | have no idea 
whether the bike is not officially desig- 
nated a JPR, but last winter it definitely 
was not. Perhaps you made a mistake by 
basing the main premise of your test on 
the bike's supposed similarity to Pom- 
eroy’s machine. If not compared with 
Jim's bike, the new over-the-counter 250 
stands in a little bit better light. 

Pete Szilagyi 
Austin, Texas 


| have just read your test of the Bultaco 
Mk. VII 250 Pursang (Pomeroy Replica), 
and | cannot let such trash go uncriti- 
cized. 

To begin with, you must have put con- 
crete in the tires for the weigh-in. On an 
AMA correct scale, the Pursang (fully 
topped-off with gas and oil) weighs 211.5 
pounds. It seems to me that you have your 
scales adjusted for a Harley-Davidson 
Electra Glide. Subtracting 13 pounds for 
gas and oil it weighs 198.5 pounds dry. 
The-FIM limit for 250cc motocrossers (in 
case you don’t know) is 194 pounds dry. 
The Bul is only 4.5 pounds from being 
illegal. Have you looked at the weight of 
Maico’s 250 Grand Prix bikes lately? 
They’re “slightly” over 200 pounds. 

You must have had someone put the 





rip on your tire bead screws, because 
when they're installed, you can run pres- 
sures as low as, if not lower than, con- 
ventional rim locks allow. And as for Ron 
Pomeroy’s stiffly sprung ’Sang, you must 
have been trying to ride at the speed of 
a trials rider through an extremely difficult 
trap. If you would have turned the little 
rubber-gripped handle on the end of the 
right handlebar wide open, I’m sure the 
stiffness would have disappeared. 

As you may have noticed, | am a dirt 
biker. |am the proud owner of a Rickman 
Metisse 125, and | out-race a friend on 
an Elsinore CR 125 all the time. Ap- 
parently, this can’t be so because the 
Honda is the speed-king of the 125 class. 
Well, I've got news for you: Motocross 
is not just a drag race. There happen to 
be a few turns thrown in, along with 
jumps, whoop-de-doos, and other such 
trivia. Motocross is won in the turns, on 
the jumps, and sometimes in the rough 
places. Maybe that can explain why Bul- 
taco is winning. They have fantastic riders 
and outstanding bikes. 

Tony King 
College Park, Ga. 

Our scale is inspected regularly and 
approved for accuracy by the California 
Dept. of Weights and Measures. We don't 
know about the AMA's scale—Ed. 


Against the Wall 

Jim Greening’s words ring loud and all 
too clearly. BSA, two years ago the leader 
of the British motorcycle industry, is dead. 
Triumph, the most popular division, is, at 
least, alive. Even though ‘‘us‘‘ and “them” 
have combined for survival against the 
Japanese onslaught, it'll never be the 
same. 

The British are the fathers of the motor- 
cycle world. All the technical niceties that 
the Japanese provide so economically, 
with a few exceptions, have seen the light 
of day on some British bike at one time 
or another. That fact alone is saddening, 
for the British failed to exploit their tech- 
nical advantages by providing their ma- 
chines with them. At one time they did 
but, not as of late. 

Great Britain's motorcycle industry suf- 
fers the same maladies that the rest of 
their industry has. Production processes 
have had little real advancement and this 
is where it hurts the most. Japan takes 
the technical goodies, mixes them with 
modern production and presto they turn 
out the kinds of bikes that, even the Brit- 
ish, are forced to copy, in part anyway. 

Like Dennis Poore this writer is hopeful 

(Continued on page 27) 
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Warning: The Surgeon General Has Determined 


That Cigarette Smoking Is Dangerous to Your Health. £ 1974 R. J. REYNOLDS TOBACCO CO 
20 mg. “tar”, 1.3 mg. nicotine av. per cigarette, FTC Report MAR. 74. 
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ow -Good Pay! Steady work! 
| Big Demand! 
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and Test Instrumente to 





START YOU FAST/ 


Learn at home in spare time to bea 











uc If you like to 
ph oe ride a bike for fun... 
LEARN TO FIX IT FOR PROFIT... 
EASY-TO-UNDERSTAND LESSONS | ar 
GIVE YOU PROFESSIONAL > be gg : 1 
C a n l C Baa 


“KNOW-HOW” 
NO PREVIOUS EXPERIENCE NECESSARY Learn everything 


Everything is explained in 

easy-to-understand language, 

complete with drawings, dia- 

grams and photographs. You’ll 
learn all about engines, carbure- 
tion, fuel systems, electrical 
systems... how to align wheels, 

repair transmissions and : ; : ; 

from minor tune-ups to major overhauls ... even if you’re a 

beginner. Experts show you what to do, how to do it—guide 

you every step of the way to become an expert motorcycle 

mechanic. Can you imagine a better way to earn your living? 

And to make it even better, the pay is great—whether you 

choose to work in a cycle shop for somebody else or decide to 

start your own motorcycle repair business. Now, thanks to 

North American, there’s a fast easy way to get the training 


clutches . . . replace cylinders, 
rods and bearings, and much 

you need... at home in your spare time. No need to quit school 

or your job. 


Motorcycles are Big Business 
...and so is Fixing Them 


saving “tips” that make you a 
real “pro.” In short, you’ll learn 
everything you’ve ever wanted 
to know about motorcycles. 
SPECIAL CYCLE TOOLS & TEST 
INSTRUMENTS INCLUDED 
TO START YOU FAST! 
Professional tools plus your 
North American “know-how” 
turn you into a-skilled mechanic. 

There are more than 3 million motorcycles registered in 

the U.S. today. Plus an estimated 3 million more dirt bikes. 

But, there are fewer than 10,000 motorcycle mechanics 

available to repair them. (Imagine only 

one mechanic for every 600 cycles!) No 

wonder career opportunities are so great 

for the skilled mechanic. And they’re 

getting better every day! The door is 

open to you now. Rush coupon for FREE 

“Motorcycle Mechanic Career Kit.” 


We teach you how to use wrenches, 
sockets, impact screwdrivers, 
timing lights, electrical test 
instruments, compression gauges, 
vacuum gauges, degree wheels, 
soldering irons, ignition wrench 

SEND FOR FREE “CAREER KIT” 

Get all the facts now... without obliga- 

tion. Be the first in your neighborhood 

to cash in on the big demand for motor- 

cycle mechanics. Mail the coupon, 

today,sure! Rush This Coupon 


sets, dial indicators and much, 
much more! We even include a 
Now for FREE “CAREER KIT” 
st eae el ee ee e e e e e e e e e = e Y 


set of special cycle tools and 
instruments to get you started 
fast! These are yours to use 
during your training ...and 
yours to keep in your action- 
packed career as a motorcycle 
mechanic. Find out all about it 
now. Send for FREE “Motor- 
cycle Mechanic Career Kit? No 
cost, or obligation ... now or ever! 
re Rush coupon today. 


MAKE NEW FRIENDS — BIKE « 
OWNERS WILL SEEKYOU OUT “i 








Careers by Home Study i 
Be the envy of friends & neighbors NORTH AMERICAN SCHOOL OF MOTORCYCLE REPAIR, Dept. EA094 I 
as they flock around to watch you i 4500 Campus Drive, Newport Beach, CA 92663 I 
BR gerd S oe ee ; Rush FREE “Career Kit” on how I can become an i 
the satisfa cti on in knowing you've i expert Motorcycle Mechanic. i 
got the best performing bike in 
town. Plus, you can make extra é NAN ee i 
dollars fixing motorcycles for I 
your friends and neighbors. I ADDRESS 
I 


NORTH AMERICAN SCHOOL OF MOTORCYCLE REPAIR 


i 
4500 Campus Dr., Dept. caos Newport Beach, CA 92663 1 CITY STATE ZIP 
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EDITORIAL Continued from page4 


James (‘‘Shoetongue’’) Cosanostrella, 
well-known Assemblyman from Chester 
County, inspecting Petcock’s ‘‘Squeaking 
Duck” toy. “Boy, he really looked strange, 
and when he saw me he gave out with 
this little yelp and kicked me in the shin 
with his golf shoe, whereupon he fled,” 
Petcock recalled. 

“Well, my leg looked to be in pretty bad 
shape, and | figured I’d better get myself 
to the hospital as soon as | could. So | 
called on the telephone. No answer. 
Blood was running all over the place. | 
called again, and finally they sent over 
an ambulance. Strange ambulance—it 
had a device like a taxi meter running on 
the dashboard, and | had to pay the guy 
$14.95 before he’d let me go into the 
hospital. Thirteen dollars was for the fare; 
the other $1.95 was an extra charge be- 
cause he turned on the red lights and 
blew the siren. 

“As soon as | got into the emergency 
ward they made me fill out a bunch of 
forms, which took two hours and twenty 
minutes. By then | had lost four gallons 
of blood. | knew it was that much, because 
as soon as the forms were filled out they 
weighed me, and | was 24 pounds lighter 
than usual. | kept telling them that if they 
didn’t pay attention to my shin | was going 
to leak dry, but they kept on doing silly 
things. They checked my eyes, and then 
my reflexes. They checked me for a her- 
nia. They tapped my chest, and my back. 
They took a bunch of X-Rays of my hands 
and arms, inspected my fingernails, took 
a blood sample. Finally the doctor showed 
up and said, ‘Well. What have we here?’ 
He looked me over from stem to stern, 
from bark to core, and then told the nurse 
that my cough seemed to be improving 
after all. He prescribed two whites and 
a yellow and disappeared back to the card 
game, which was going on in the main 
operating theater. 

“I could tell | was in real trouble. Finally, 
after | paid them $95.90, | put on all my 
clothes and ran out of there, and found 
a length of rusty baling wire right outside 
of the Obstetrics ward. | made a tour- 
niquet out of it and limped home, where 
| was finally able to get the shin to stop 
bleeding. 

“This morning | went back to the emer- 
gency ward and hung around outside, 
asking questions. There was a guy who 
had gone there to have a splinter removed 
and ended up with a vasectomy. An el- 
derly lady with a sore foot was fitted with 
a hearing aid and sent home. A young 
guy was amazed to discover that he had 
been operated on for an ovarian cyst, and 
a middle-aged gentleman with a slipped 
disc had become an unwitting donor for 
a kidney transplant. If these people had 
been cured, boy, it was going to take them 
a long time to recover from it. | mean the 
ones going into the hospital were in better 
shape than the ones coming out, which 
made me wonder about doctors. | guess 
it must take a certain personality to be 
a doctor.” 

—Cook Neilson 
OCTOBER 1974 
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$250 to 
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Dr. Grabow 


DUKE FILTER PIPES 


Cool, filtered 


Imported briar 


Dr. Grabow Pre-Smoked Pipes 













BOX OF 10 FILTERS 
ONLY 15¢... FITS ANY 
FILTERED PIPE. 





Need no breaking in. 


For FREE informative booklet, write Dr. Grabow 
Pre-Smoked Pipes, Box 21888, Greensboro, N.C. 27420 
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AKRONT ALLOY RIMS 


A Rim That Doesn't Ream Your Wallet 


Winning may mean everything to you, but why spend more than is necessary 
for a rim that helps you win? After all, money’s important, too. 


For the most part, there are two rims on 
the market that are superior to any others 
for dirt riding conditions. Both offer vir- 
tually identical features. Like: 


e Lightweight aluminum alloy 
construction 

e No ridge to fill with mud 

e Heat-treated for increased tensile and 
proof stress 

e Deep knurling to prevent tire slippage 

e Flash-butt welding for rigidity at weld 
points 


All the important factors compare. Ex- 
cept the price. Akront Alloy Rims are 
priced from $22 to $36. Is it necessary 
to spend up to $50 for a rim with the 
same technology as Akront? 


That’s the question many pros, experi- 
enced dirt riders and accessory dealers 
are asking right now. We’re sure there'll 
be some changes made. 


Ask your dealer or write: Dept. C 


CAKRONT NORTH AMERICAN 





16 to 19 in. 
16 to 19 in. 
16 to 19 in. 
16 to 19 in. 

















21 in. 
WM 3.5 Harley Type 16 in. 
WM 412 Offset Rim 16 in. 
WM1, 40 Hole 
Speedway Type Drilled 23 in. 36.00 


(When ordering, please specify year, model and make) 
Dealer Inquiries Invited 


P.0. Box 2307 
Anaheim, Ca. 92804 
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BOGE/MULHOLLAND 
2Rebuildables 


Finally a shock for both dirt and street 
that offers you 60 possible 
riding adjustments 
.. try it 
yourself. 


INTERPART CORPORATION e 100 OREGON ST., DEPT. C-2, EL SEGUNDO, CA 90245 
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POWERPULSE %%@ 


EXPANSION CHAMBERS 
MARK IV 
(SUPERSEDES MARK II) 


© RE-ENGINEERED FOR EVEN GREATER PERFORMANCE IMPROVEMENT 
@ RUBBER MOUNTED — COMPLETELY ELIMINATES VIBRATION CRACKS 


Calif. Residents add sales tax 


SEE YOUR LOCAL KAWASAKI DEALER OR ORDER FROM 


GRAND PRIX CYCLES SEND $1.00 FOR 
COMPLETE CATALOG 
l H-2 H-1 Seo 

Æ CHROME GP NO. | 29-0002 | 29-0004 A $159.95 

BLACK GP NO. | 29-0001 | 29-0003 29-0005 | $129.95 GRAND 
XMK IV CHROME CHAMBERS ARE HIGHLY BUFFED BEFORE 

PLATING (INSTEAD OF FLASH CHROMED) TO GIVE A DEEP 

LUSTUROUS FINISH. 
Dept. C (415) 483-9095 CYC ES 
14240 E. 14th St., San Leandro, Ca. 94578 
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PIPELINE Continued from page 6 


the expense of getting there’’—or his entry 
forms are thrown back. 

When it comes to non-championship 
meetings, the reasoning is rather dif- 
ferent. It runs thusly: discerning specta- 
tors will roll up in numbers only when the 
aces are racing, and aces will race only 
when they receive acceptable reward for 
their services, and the promoters will 
make profits only when spectators attend 
in large numbers to see the aces. 

Nothing nearly so comprehensible 
controls the destiny of the TT, a law unto 
itself as though the racing world stopped 
turning in the mid-1960s. The TT gener- 
ates traditionalism and nostalgia; it regur- 
gitates every platitude and cliche in the 
book. “They don’t build real racing ma- 
chines nowadays,” runs one line by the 
defenders of all things TT. “Only ma- 
chines passing the test of real TT roads 
can qualify as genuine racers, and those 
other bloody things concocted in Japan 
for racing at Daytona: well, look, you can 
see what a pathetic load of old rubbish 
because they don’t handle and their limi- 
tations are exposed by the TT roads and 
their pretentions as complete racers de- 
molished by machines giving half the 
horsepower, and long live the Manx Nor- 
ton, etcetera, etcetera.” 

Dogma: the truth is in the mind of the 
believer. It’s correct to say that bikes 
conquering the insidiously unique TT 
bumps will emerge as winners elsewhere. 
Equally, machines carrying success sta- 
tistics as long as your arm may slump at 
the TT. The TZ750 Yamahas, for example, 
failed dismally to come to terms with the 
TT. In fact, most TZ750 riders gave up 
the unequal struggle of keeping the front 
wheels in contact with the road, and 
fetched out 350 (or oversize) Yams for 
the “Open Formula 750 TT Classic.” 
Imagine, if you are able, a 750cc race 
without a TZ750 in the top 30 finishers. 

And the 500cc Grand Prix Suzuki fours 
had all the wrong answers. Despite being 
hurriedly re-equipped with new frames 
based on the 750 pattern, Suzukihandling 
remained bad. One former Suzuki factory 
rider was moved to remark: “Ten years 
ago they gave us 250cc square-fours with 
damn-awful handling. Today they build 
500cc square-fours with the same 
damn-awful handling.” 

You will have noted, nonetheless, that 
Suzuki broke the factories’ unwritten 
agreement to ignore the TT. Actually, 
Suzuki action was no show of dedication 
to the principle of developing complete 
racers through the TT examination, being 
rather more a response to the wishes of 
riders Jack Findlay and Paul Smart. And 
Suzuki involvement proved part-hearted 
when development boss Sigeyasu Kamiya 
left the island prematurely to overlord 
Suzuki testing at Mallory with the well 
known anti-TT rider, Barry Sheene. 

After all Mallory ‘‘Post TT’’ opposition 
would include Read, Agostini, Lansivuori 
and Bonera, in a race of just 27 miles. 
Clearly a case of relative values. 

—dJim Greening 
CYCLE 
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about NVT’s future. Things can be bad 
for just so long, you know. Mr. Poore’s 
efforts saved Norton. He'll probably make 
NVT a winner. 

The German’s revel in technical excel- 
lence. -The Italians build beautiful ma- 
chines. The Japanese make advanced 
and civilized bikes. America’s Harley- 
Davidson makes Harley-Davidsons which 
are neither here nor there. And Great 
Britain produces what this writer believes 
are the true enthusiast machines. Their 
bikes may not sport all the conveniences 
of the Japanese, the style of the Italians, 
the quality of the Germans, or the sheer 
desireability of a Harley-Davidson but, 
they do handle superbly and most all they 
demand a certain amount of under- 
standing and attention that an enthusiast 
will give willingly and others will not. It’s 
all the difference in the world. 

Robert Luther 
No Address 


BOOST OF ANTICIPATION 

One summer when | was about ten 
years old, | was riding my bicycle back 
from swimming in the local river. A man 
in googles and a helmet, all wrapped up 
in leathers on a thundering two-wheeled 
machine blew down going into a corner 
and cranked up in a bellowing exit from 
it. At least that’s the impression | carry 
of it. That image lurked in my mind when 
| bought my first unsuccessful basket 
case, egged me on when | finally got one 
into running shape, and has stood full in 
my mind on every occasion I’ve had to 
buy a motorcycle since. 

This evening | went out for a nice easy 
ride. Just to taste the wind, the smells 
and the sounds. As | drew down on two 
boys with wet hair and towels slung over 
their shoulders, my first initiation into the 
adventure of cycling threw inself in my 
mind. So I put on alittle speed, blew down 
and hurled myself only a little recklessly 
around the next curve. | doubt | produced 
quite the same formidable presence, but 
| still think I’ve just given a little boost 
of anticipation for the unexplored fun 
ahead to a couple of kids. 

Everyone catches the bug in a different 
way and | hope we all do alittle something 
to insure that those coming behind have 
the opportunity to catch the bug in their 
way. Not recklessly, but just enough to 
give a taste of the freedom. 

Jim Huston 
Mahwah, N.J. 


CALIFORNIA SCREAMIN’ 

Oftimes this year past CYCLE magazine 
has almost raised me from the depths of 
lethargy long enough to post a letter of 
application to receive the rag on a 
monthly-mailed basis. Almost. Indignant 
ideas or tip-of-the-tongue praise was not 
enough to provoke the final causation 
resulting in a letter. 

After a particularly stimulating indoc- 
trination, such as Pull Starter’s original 
thesis on rear shocks, it was more just 
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to chug out to the ever willing Yammie 
and rip away at its innards. A year of this 
sort of activity has left me with a weird 


yet finally workable Japanese scooter, but 


no subscription. 
All that is here-to-forward changed. 


G.J.’s “Epic Fork Extravaganza” was 
toooo much! | must be assured of a con- 
stant supply of your efforts. Odd as it may 
sound, my first reaction was to say “To 
hell with that cheap rip-off offer of a year 
for $3.99. Send those deserving chaps 
the entire bill, $9.00.” 

Thus ends the financial reason for this 
missive, and anything that follows can 
be dismissed as the rantings of a de- 
praved soul. Read only when one of the 


—S- 


Our 
sprockets 
are missing 


staffers is in your office, cage, corner, 
whatever, asking for a raise. Then, with 
a legitimacy born of TRUTH, you may 
cooly state you have in your hands the 
unburdenings of a subscriber, to whom 
you owe more responsibility (i.e., time) 
than to a mere flunky. 

December of ’73 found me in a mood 
to seriously follow up my spasmodic re- 
quests to become a part of the number 
one team in cycledom today. San Diego 
was beckoning, snow was blowing here, 
my 360 was out of knobs and | had 
thought (shudder) of getting married. So, 
with a casualness befitting my lifestyle 


(Continued on page 124) 
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You'll never miss what’s missing from our spun-finish 
aluminum rear wheel WEIGHT WATCHERS. 

Their holes make them 25% lighter than ordinary 
sprockets. This means less unsprung weight to wrestle 
with plus more stability and better handling. 

Available in almost any bolt pattern and tooth range 
you’d want, these rugged lightweight sprockets are heat- 
treated and precision-machined to resist chain wear. 

Your guarantee is the Circle Industries Seal we put on 
every sprocket we make. It says you’re getting the best 
material and workmanship possible. 

While you get a lot more for your money with our 
WEIGHT WATCHERS, you pay no more for the holes. Their 


loss is your gain. 


Send $1 today for our latest 28-page catalog. It’ll 
show you the prices and specs’ on our sprockets for 
everything from American Eagle to Zundapp, as well as 
our many other great products. 


@ CIRCLE woustnries 


In the business of making things better. 
Write Dept. CY 17901 Arenth Ave., City of Industry CA. 91748 


CIRCLE NO. 46 ON READER SERVICE PAGE. 
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@ The degree of proficiency attained de- 
termines the sophistication of the tools 
required. A housewife needs only an add- 
ing machine for balancing her check- 
book. but a launch expert must have a 
complete computer to calculate rocket 
trajectories or balance differential equa- 


tions. The Can-Am is the computer of 


off-road motorcycles. It’s not for everyone, 
because its high powerband makes it 
hafder to ride than a Yamaha Enduro. 


But the same powerband in the hands of 


a motorcycle launch expert makes the 
Can-Am the best enduro bike in the 
world. regardless of displacement. 

The magnitude of such a statement is 


enormous considering the existence of 


Penton and Maico enduros, but Cycle is 
convinced the Can-Am is No. I (in spite 
of several shortcomings) simply because 
its performance numbers and other strong 
points are so overwhelming. 


$ 
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Can-Am’s history is brief and impres- 
sive. It begins with Bombardier Ltd.. a 
company headquartered in Valcourt. 
Quebec and founded in 1937 by Joseph- 
Armand Bombardier to build snow 
vehicles. Today, after rocketing into the 


economic stratosphere with the sale of 


more than | million Ski-Doo Snowmo- 
biles since 1960. Bombardier controls 20 
other concerns and markets motorcycles. 
snow vehicles. tractors. plastics. apparel 
and rubber goods in 32 countries through 
4000 dealers. Sales last year totaled 
$156.000.000. 

In 1970 the company determined that 
motorcycles would (1) provide needed 
diversification, (2) furnish a second major 
product line for some 2500 snowmobile 


dealers and (3) allow full utilization of 


assembly lines normally idle during the 
off-season. The Board of Directors hired 
an American, Gary Robison, to design 





COLOR PHOTOGRAPHY: LARRY WILLETT 
and build a complete line of street and 
dirt motorcycles for Bombardier. Robison 
was a Californian who learned about mo- 
torcycles by tuning race bikes and grinding 
cams for Harmon & Collins. The Bom- 
bardier Directors gave him a white sheet 
of paper and unlimited funds and said. 
“report to us once a month on your prog- 
ress. And by the way. add the profitability 
of the motorcycle division to your list of 
responsibilities.” 

Robison formed a design team (which 
presently numbers 65) in the motorcycle 
R & D department. and attributes 
Can-Am’s success to his entire staff. 
Others in the company say it couldn't have 
happened without him. 

One of Bombardier’s major wholly- 
owned subsidiaries is Rotax, an Austrian 
engine-building firm with elaborate two- 
stroke production facilities. During 1971 
Robison flew to Austria 15 times to super- 





If you get tired of trails, you can win a motocross 

without even removing the lights. If you tire of moto- 
cross you can win the stock 250 street class at the 

drag strip—knobby tires and all. After that you can 

do some cafe racing, and win your share again. If you 
get tired of riding, you can win some money instead. 

Just make a few bets with your friends about horsepower. 
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vise the design and testing of Can-Am’s 
incredible rotary-valve engine. Most of the 
following year was spent on chassis work 
and prototype production. Late in 1973 
Bombardier released four Can-Am mo- 
torcycles to the public—a 125 MX, 125 
TNT Enduro, 175 MX and 175 TNT 
Enduro. All four bikes immediately 
proved their worth, but easily the most 
impressive competition achievement was 
Billy Uhl’s tie with Carl Cranke (250 Pen- 
ton) and Jack Penton (400 Penton) for the 
ISDT Qualifier series championship while 
riding a 175 Can-Am Enduro. He was also 
the only rider in the series to win a Gold 
Medal in all six events. 

Similar feats of giant-killing were pre- 
ordained for the 250 by its performance 
numbers. At Irwindale Raceway Cycle’s 
Can-Am walloped every other 250 we 
have ever drag tested with a 15.040-sec- 
ond, 85.22-mph quarter-mile. Not even 


expansion rates of bearing and case. 
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the Yamaha, Kawasaki or Suzuki street 
250 Twins can threaten that figure. The 
enduro bike most similar to the Can-Am 
in concept and performance is Penton’s 
250, which ran 1.4 seconds and 9.02 mph 
slower. 

On the dynamometer the Canadian 
bombshell exploded for 27.73 horsepower, 
an amount any manufacturer would be 
happy to find in their motocrossers and 
an amount which exceeded the Penton’s 
best by 1.17 hp. During a flash reading 
in which the Can-Am was revved directly 
to its 8000 rpm power peak, output 
reached an astounding 30.03 hp. 

Out in the field these enormous perfor- 
mance figures suggest that the Can-Am 
should be able to set fast time in any Six 
Day special test section, and threaten even 
400 Huskies in high-speed cross-country 
events such as Baja. There is enough mid- 
range power to bounce along at 24 mph 


band and features enormous finning. 


in an enduro without constant shifting, but 
such high hp figures naturally steal torque 
from the low end. Since it’s impossible 
to have both, Robison has opted for the 
screaming meemies. “Without a reputa- 
tion or established dealer network to sell 
motorcycles, Can-Am must sell horse- 
power,” says Robison. “Either you build 
it for serious riders or you build it for 
the Sunday cow-trailers. The Japanese 
have the Sunday bunch well-covered, so 
we build for the pro. A good rider can 
go faster with lots of horsepower than he 
can with lots of low end.” 

So seems to be the case in the real 
world. Pentons have even more radical 
power characteristics than the Can-Am, 
and of the 30 men who qualified for this 
years ISDT, 14 rode Pentons—making 
them the cross-country bike to beat in 
America. When going fast really counts, 
America’s top riders prefer the acceler- 
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Coefficient of expansion of plastic insert equalizes Symmetrical head requires a 30 thousandth squish Porting couldn't be simpler. Two bridged transfers 


and a huge exhaust accent the rotary valve. 
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ation and top speeds provided by sheer 
horsepower. These riders, and several 
thousand others across the country, are 
skillful enough to maintain the ground 
speeds which keep a high-output engine 
in its powerband, to manipulate the throt- 
tle accurately enough to avoid wheelspin, 
and to shift as required in the midst of 
any kind of terrain. A novice may be 
intimidated by such demands, and more 
experienced riders simply may not like 
such power delivery characteristics. For 
them, and the novice, an Ossa or Yamaha 
with lots of bottom-end torque will be 
easire to ride, and therefore preferable. 
But for guys who can use it, raw horse- 
power is the quickest way down a trail. 
The engine responsible for this power 
was built under ideal conditions: unfet- 
tered by previous design restrictions, ex- 
isting production facilities or lean budgets. 
It benefited from all the mistakes in mo- 


torcycle engines before it. Enthusiasts de- 
signed it. It took shape on a drawing board 
with space-age technology and materials 
at its disposal. 

But ideal circumstances don’t make 
horsepower. Metallurgy. rod-length-to- 
stroke ratio, port timing, quality control 
and other basics do. Bombardier uses rad- 
ically over-square bore and stroke (74 x 
57.5mm) dimensions along with hot port 
timing and a large chunk out of the rotary 
valve to achieve power. The cylinder and 
head on the enduro is the same as the 
motocrosser, yet it idles without a fuss and 
persists in starting on the first kick. Porting 
consists of two bridged transfers, a huge 
exhaust and an egg-shaped intake port 
opened and closed by a thin steel rotary 
valve geared to the crankshaft. The holes 
in Bombardier’s steel liner match the ports 
in the beautifully die-cast cylinder exactly. 
Our only complaint is that four cylinder 


studs have to be removed to get the cylin- 
der off while the engine is in the frame. 

Massive finning on both the head and 
cylinder dissipate heat fast. Even at peak 
horsepower on the dyno, temperatures 
hovered at the safe 400-degree level. Once 
while prerunning the Baja 500 course in 
Mexico, mud covered the engine; it still 
didn’t ping or detonate from over-heating. 
In addition the engine refused to cough 
or lose power at altitudes from sea level 
to 5000 feet even while running on oily 
low-test Mexican gas. 

Inside the engine, a Dykes top ring and 
standard second ring for oil control en- 
circle a cast aluminum piston. The rod 
carries needle bearings top and bottom. 
Nothing reflects the Can-Am’s space age 
genesis more than the special plastic liners 
which support the huge ball bearing 
mains. The coefficient of expansion of the 
plastic is equal to the difference in expan- 





Unique ram tube locates the carburetor rearward for less engine width 
and contributes greatly to superior breathing. The rugged clutch runs wet. 





Removing the ram tube reveals a giant rotary valve and the intake port. 
Removeable bearing retainer plate on transmission shafts eases shimming. 
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A bell-shaped velocity stack is moulded into the carburetor air box boot. 
Three different chain shrouds are available to match different sprockets. 


Drum and fork mechanism provides faultless shifting. 
Idler gears spin on needles, shafts on balls. 
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Engine 

Speed BHP Torque 
3000 5.66 9.92 
3500 7.00 10.50 
4000 8.06 10.58 
4500 10.04 11.72 
5000 10.66 11.19 
5500 14.01 13.38 
6000 16.06 16.06 
6500 21.32 17.22 
7000 23.36 17.52 
7500 25.90 18.13 
8000 27.73 18.20 








250 CAN-AM T’NT ENDURO 
Price, suggested retail 
Tire, front 





4.00 x 18 Yokohama Trials 
Brake, front..........0.000.0..... 5.90 x 1 in. (150 x 25.4 mm) 
rear carner i 5.90 x 1 in. (150 x 25.4 mm) 
Brake swept area 37 sq. in. (239 sq. cm) 
Specific brake loading 11:5 Ibs./sq. in. 
at test weight 
Engine type Two-stroke rotary-valve single 
Bore and stroke 2.91 x 2.26 in. (74 x 57.5 mm) eee cens 
Barometer 30.00 
Piston displacement Temperature 72°F Dry 62°F Wet 
Compression ratio i a 
Carburetion 1; 32mm; Bing As Tested on the Webco Dyno 
Air filtration Filtron foam 
Bosch CDI 
27.73 @ 8000; actual 
Torque @ rpm 18.20 @ 8000; actual 100 RPM x 100 40 
Rake/Trail Adjustable: 25°-32°/4-6 in. Maximum 
Mph/1000 rpm, top gear... 9.7 mph Power rpm 
Fuel capacity 2.5 gal. (9.5 liter) L- 
Oil capacity 2 qts. (1.89 liter) 
Transmission oil capacity 1.2 qt. (1.14 liter) 
Electrical power 55 watts @ 6000 rpm 
Battery 
Gear ratios, overall (1) 25.4 (2) 16.24 (3) 12.13 
(4) 9.56 (5) 7.99 
Primary transmission Spur gear 2.91:1 
Secondary transmission % x % Renold chain 
14/42 3:1 
Wheelbase 55 in. (140 cm) 
Seat height 31 in. (50 cm) 
Ground clearance 6 in. (9.65 cm) 
Curb weight 267 Ibs. (12 kg), 
with full tank of gas 
Test weight 427 Ibs. (194 kg) 
Instruments Seiko speedo, odo, 
trip mileage 2-way by 10ths 
Sound level (California Standard) 90 dB(A) : 
Standing start %4-mile 15.040 sec.; 85.22 mph eal 
Top speed 85.22 mph (137 kph) 
Average fuel consumption 
Speedometer error 30 mph actual 29.85 
60 mph actual 62.89 





TORQUE 
(18.20 max.) 


Torque in Foot Pounds - - - 





Corrected Rear Wheel Horsepower 
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sion rates of the aluminum crankcase and 
steel bearing race. Thus the bearing/ 
crankcase fit is uniform hot or cold, and 
there is no crankshaft whip to accelerate 
wear or promote excessive vibration. 

No component is more critical than the 
clutch in controlling high-horsepower en- 
gines in tricky traction situations. It must 
be able to supply partial amounts of power 
smoothly while the engine spins at six or 
seven thousand rpm. Such slippage can 


warp and swell a flimsy clutch in seconds, . 


but the Can-Am plates handle teriffic 
abuse without losing their wide engage- 
ment point and progressive action. Twelve 
alternate steel and friction plates are held 
tight in an oil bath by six springs con- 
trolled by anylon-lined cable. Straight-cut 
teeth on the clutch hub mesh with the 
crankshaft gear to form the primary drive. 
Pull in the clutch and the bike will start 
in any gear. 

Early 125 and 175 Can-Ams had prob- 
lems with stiff shifting and elusive neu- 
trals, but the 250’s rotary drum and fork 
arrangement works perfectly with or 
without the clutch. All five transmission 
ratios are well spaced for fast cross- 
country riding. 

Mikuni supplies an oil injection pump 
driven by a nylon gear on the crankshaft 
end. The pump lives in a sealed compart- 
ment in the primary cover, which butts 
against O-ring-sealed oil galleries cast into 
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Once you change to knobbies the Can-Am will perform every dirt trick in the book. 





Can-Am 250s top fork nut permits air to escape 
on compression so no hydraulic air lock can occur. 





| i 
Can-Am piston rod (right) directs oil onto side 
of stanchion rather than up and onto fork springs. 


ee; 








Slides are easiest with steering head eccentrics at 32 degrees. 
i = 


the intake ram tube and lower crankcase. 
From this lower gallery oil flows into 
the main bearings and out through the 
drilled flywheel to the big-end needles. 

Bombardier has developed a sticky 
green injection oil which seems to be 
everything a good oil should be. Besides 
minimal smoking and consumption, the 
oil burns so clean that after 800 miles no 
carbon had collected around the exhaust 
port and only a thin carbon skin coated 
the piston crown. Both rings were com- 
pletely free. Once the two-quart oil tank 
is full, you won’t have to worry about 
replenishment for at least 600 miles. A 
pinhole leak in the oil tank of Cycle’s test 
bike remained undetected until injecto- 
lube spread all over the battery box and 
ignition system. Apparantly the flaw was 
so small that Bombardier’s routine pres- 
sure check didn’t detect it. A spot of epoxy 
stopped the dribble. 

Germany supplies carburetion to Bom- 
bardier in the form of a 32mm Bing, which 
remains accurate in all types of terrain. 
Part of the tuned intake system includes 
a rubber velocity stack molded into the 
boot connecting the carburetor and air 
box. Fiber mesh traps water and large 
objects at the air intake under the seat; 
a small Filtron handles the final cleaning. 
For dusty competition, a larger air cleaner 
would be desireable because our Filtron 
was almost totally clogged after half a day 





os 








in this year’s Greenhorn Enduro. 

A second major engine component from 
Germany is the Bosch electronic ignition. 
Magnetic pick-ups in the alternator trigger 
a magic box and coil located under the 
tank/seat junction; there are no points. 
Timing should never slip, but if it does, 
a strobe light and screwdriver can get it 
back to spec in 5 minutes. The alternator 
also charges the battery, which drives all 
the accoutrements of street legality. 


i 


34 





Sey Danaa ary- £ 
Suspension gives you enough confidence to leap chasms without fear of compressing your back. 


Bombardier has two problems with the 
Can-Am engine in its 250cc form. The low 
pipe has to go. It reduces ground clear- 
ance to a paltry 6 inches, and requires a 
heavy skid plate which gets gouged and 
gashed in the first rocky section you en- 
counter. It must be removed to drain the 
transmission oil. It prevents you from 
propping up the bike on a flat surface to 
adjust the chain or remove a wheel. The 
smaller Can-Ams have high pipes: why 





not the 250? Gary Robison says a high 
pipe steals too much area from the air 
box. looks bad and produces about one 
horsepower less than the low one. Still, 
nine out of ten enduro riders would take 
the high version if given the choice. 

Another problem less easily remedied 
is engine vibration at high rpm. Up to 5500 
revs the Can-Am is smooth, but it buzzes 
progressively worse as greater power out- 
puts are reached. At peak revs vibration 
intrudes on the rider’s concentration and 
begins to shake things off. While prerun- 
ning Baja with some fast characters on 
bigger bikes, our Can-Am spent several 
hours in the upper reaches of its rev range. 
The left turnsignal fractured and fell off. 
The horn bracket broke. The steering head 
cap nut disappeared. The ignition switch 
tumbler shook loose. The taillight lens was 
lost. The cross piece on the handlebars 
cracked. A bolt from the taillight bracket 
turned up missing, and the rear muffler 
mount fractured. Robison is aware of the 
vibration and is at work on a cure. In the 
meantime a few of the more vulnerable 
plastic pieces are being reinforced, along 
with the horn and muffler bracket. Luckily 
most of the fasteners on the bike are 
top-quality self-locking nylon-lined nuts, 
which successfully resist the shakes. 

A powerful motor is only part of going 
fast. Can-Am’s handling contributes as 
much to its overall excellence as its horse- 
power. The exclusive adjustable rake sys- 
tem employs three sets of eccentrics which 
drop into the top and bottom of the steer- 
ing head in 49 combinations to provide 
a fork-stem rake of 25 to 32 degrees. 
Torrington needle bearings support the 
fork stem inside each eccentric. Changing 
the eccentrics, and thus the rake and trail, 
takes about half an hour. Thus you can 
tailor the bike’s steering characteristics to 
your pleasure—if you have the sensitivity 
to tell the difference between half-a- 
degree one way or the other. As delivered 
the Can-Am has 30 degrees of rake and 
just over 5 inches of trail, a combination 
that gives it excellent steering. If you in- 
tend to experiment with forward-mount 
shocks, the eccentrics will enable you to 
change the front end proportionately. 

Other specifics included in the geometry 
category are 55-inches of wheelbase, a 
swing arm about an inch longer than 
average, a low center of gravity and weight 
distribution more heavily biased towards 
the front than most bikes. With a rider 
aboard, however, bias returns to a more 
average percentage. The extra front-end 
weight minimizes unwanted wheelies and 
helps maintain a more horizontal attitude 
on long jumps. The double-loop cradle 
frame is made of high tensile steel and 
features a large backbone tube which 
doubles as the oil injection reservoir. 

Suspension joins accurate geometry as 
a co-partner in the off-road handling mix. 
After extensive testing of various brands, 
Bombardier selected S & W shocks with 

(Continued on page 102) 
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DELUXE HELMET CHIN 
CUP Fully padded. Lock- 
in lugs prevent slip- 
page, increases firm- 
ness, Eliminates skin 
irritation. Ends hang- 
ing strap end. 

White or black .. $1.95 


ACCESSORIES 


for everybody... 


WHEELS OF MAN : re 
RAIN-PROOF CYCLE LUGGAGE ae HELMETS 


A — Tank Bag — Straps to Gas tank; 
12”x10”x5”. Topside map pocket 

and personal effects pouch. Heavy duty 
sling for take-along convenience. 

Red, Yellow, Blue, Black $13.95 


B — Stuffer Bag — 10” diameter, 

17” long. Holds two helmets 

and clothing. Travels securely. 

Three-snap flap. Heavy duty 

slings. Red, Yeliow, Blue, Black $9.95 




































Quick release that works like a miniature 
seat belt. Polished metal. Replaces your 
“D” rings easily. $2.00 





HANDLEBAR EXTENDERS For all 
Hondas. Also fit Z-1 Kawasaki and LOCKING GAS CAP. Fits 
750 Yamaha. Move handle bars all Honda flip cap 
back to comfortable riding posi- models. Easy to install. 
tion without changing cables, Specify model year & 


C-s Stuffer — 21” long, 
ERTEAN, f brake hose or wiring. $16.95 Kno. $14.95 


12” diameter. All features, plus 
“piggy back” pouch. 

Red, Yellow, Blue, Black 

D — Ruck Sack — $12.95 
Adjustable straps, 
shoulder or back 
pack. Flexible 
sides. 10”x12”x4 1⁄4”. 
Overlapping flap for 
extra weatherability. 4 
Red, Yellow, Blue, 
Black $9.95 





HONDA FUEL SHUT-OFF LOCK. HONDA FUEL GAUGE 


Prevents age thefts. Lustrous Fits all flip cap models. 
Complete Cycle chrome finish. Easy to install. 14.95 complete 
Luggage Set — With 2 keys. $14.95 $ P 


Tank Bag, Super Stuffer, 
Ruck Sack in matching colors. 
Red, Yellow, Blue, Black $45.00 








NEW CYCLE SPAT No more ruined 


VINYL COMP GRIPS GRAN TURISMO GRIP shoes! Cycle Spat protects against 
Minimize handlebar vibration. Vibration-free riding. For Honda. abrasions, scuffing, indenting. One 
Slip over standard grips Gold, Blue, Black or Red “ly is all. ola ap clued, 
Black only Set of 2— $3.49 Set of 2 — $2.98 ic straps. Extra strap inc Pz 
Black or Brown ‘98 UNIVERSAL SADDLE BAGS Fit almost ali bikes, over or 


under seat. Easily removable for carrying. Large ca- 
pacity. Durable Black or Brown Vinyl. 


and a whole book-full more! Me AS 
(Black or Brown Leather $19. 95) 

è Jump Suits e Leathers pn me ee ee es ee ee es ee ee Cine 

e Face Shields e Helmets 

= Riding Belts « Boots HONDA of MINEOLA “sities 


e Cycle Lockers e Air H 
° Oil Cooler Kits s N (516) 248-5775 




































e Battery Chargers NAME wg 
e Tie downs e Goggles Í zS 
e Custom cables = ADDRESS = = 
e Carriers & Tows = Z= 
e Battery Eliminators pcr SIRE = AR GS 
Over 80 pages — for Honda gp Year —_____________Model #________ Serial #_____ 2e 
and others Feed) item RAT =a 
meets HONDA of MINEOLA s g v 
i standards. | COLOR choices) | PRICE | ou s 
o ö 
; 60¢ ce a 
Tee ee) ae 
\ anywhere in the world.) I -gœ |5 
|. FREE with any order. ooo eee oe š Js 
Visit our only | oS $ £ 
retail location. zo a^ļš 
FREE GIFTS to out-of-town visitors |] OOo = Fe 











@ Motorcycling has its genuine artists: 
gifted men who can squeeze a tire. touch 
a crankcase. listen to the whisper and 
jangle of moving parts. and simply sense 
many of the mechanism’s vital signs: 
riders who can feel the wind. watch the 
pavement blurring underneath. and just 
know their speed. But real artistry is rare. 
and at its best still is subjective. imprecise. 
How hot is hot: how fast is fast? We often 
need that kind of information expressed 
in hard numbers. and for numbers we 
must turn to that category of devices called 
instrument—and make sure that they ac- 
tually are more trustworthy than our falli- 
ble human senses. 

One instrument common to all touring 
motorcycles is the speedometer. which in 
most instances cannot be trusted at all. 
Our regular road test procedure includes 
a check for speedometer error. of which 
there usually is plenty even when every- 
thing else is lacking. People who ride at 
the current energy-crisis speed limit often 
are heard to complain that everyone else 
is charging past at least 10 mph over the 
legal maximum. Maybe. but not likely. 
when you consider that the average mo- 
toreycle speedometer is about 4- mph op- 
timistic at an indicated 60 mph. So, when 
vour bike’s speedo needle is trembling 

right at the legal mark you're probably 
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By Gordon Jennings 


thudding along at no more than 51 mph 
and that’s one reason why others on the 
road seem to be such outrageous scoff- 
laws. Make further adjustments for the 
typical driver's habit of bending the speed 
regulations right to their elastic limits, toss 
in the psychological enhancement of the 
speed of any object whizzing past one’s 
elbow. and you have a good explanation 
for the law-abiding riders’ complaints. 
Heaven forbid we should lead people 
to sin against the law: we must warn the 
reader that he must not arbitrarily add 
four or five mph to his bike’s indicated 
speed, assuming that true speed would 
then be at the legal maximum. A few 
motorcycles (particularly those from Eng- 
land) do have accurate speedometers., 
and it is best that you do not learn from 
your local friendly police that your bike 
is one of the few. You can save \ 
the embarrassment, and the fine. by 
checking the instruments accuracy. All 


you need is a stopwatch and a stretch of 


road with mile-markers. 

Here’s the speedo-check procedure: you 
time yourself between mile markers while 
holding a steady indicated speed: then 
divide the time, in seconds. into 3600 to 
get your true speed in miles per hour. You 
should repeat this procedure at perhaps 
three different speeds. Speedometer error 
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yourself 


INSTRUMENTS 


usually is a fairly constant percentage of 
indicated speed, but isn’tin every instance. 
Above all. do not try to use your bike’s 
odometer as a substitute for the measured 
distances. because the average odometer, 
no less than the speedo itself. definitely 
speaks with forked tongue. 

Why all the speedometer and odometer 
error? We're not sure, because both are 
marvels of simplicity and should not re- 
quire super-precise manufacturing to pro- 
vide reliability. The speedo’s cable drives 
a circular magnet inside the instrument 
and the spinning of the magnet produces 
an eddy-current drag on an enveloping 
aluminum drum. The drum is prevented 
from turning freely with the magnet by 
a spiral-wound counterbalance spring. A 
shaft extending out through the instru- 
ment face carries the speedometer needle, 
which assumes a position of equilibrium 
between the torque induced by the spin- 
ning magnet and the counterbalancing 
influence of the spiral spring to give a 
reading in miles per hour. Manufacturing 
tolerances obviously will introduce some 
variations in the strengths of individual 
magnets and springs, and these factors 
would account for some instrument error. 
However. the errors we find are too con- 
sistently in favor of motorcycle makers’ 
performance claims to be entirely honest 
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mistakes. If speedometers can be made 
to a nearly-constant 4-mph “fudge factor” 
then it should be possible to at least close 
the gap slightly between indicated and 
true speed. 

There is even less justification for the 
odometererrors we have found. The odom- 
eter is totally gear driven, and will re- 
spond to the number of turns of the wheel 
to which it is linked with absolute fidelity. 
When the “tenths” drum in the odometer 
makes a complete revolution it trips the 
adjacent numbered drum one notch, then 
when the latter has moved around ten 
notches it trips the next drum a notch—and 
so on. Accuracy depends on providing 
gearing appropriate to the rolling circum- 
ference of the speedo-driving wheel. Dif- 
ferences in tire inflation pressure can pro- 
duce small errors in odometer readings. 
but here again we have mistakes consis- 
tently in favor of the manufacturers’ 
claims: an odometer that errs 10-percent 
higher than the miles actually covered will 
encourage the owner to believe he’s get- 
ting fuel economy and distance between 
tuneups !0-percent better than really is 
the case. You can check for odometer 
error using those same mile markers you 
need for the speedometer. and you proba- 
bly will have to revise some of those mile- 
age figures you’ve been bragging about. 
If the error is 5-percent or less you can 
lay it to a little honest sloppiness: more. 
and it’s probably flim-flam. 

Viewed from the standpoint of law. 
tachometer error is much less important 
than those little white lies told by your 
bike’s speedometer, and most nonracing 
motorcycles very likely do not need a tach 
atall. But if you’re dealing with an engine 
that’s sensitive to over-revving and/or has 
a narrow power band, the tachometer is 
a vitally important instrument. Don’t 
worry about full-range accuracy. as that 
probably is unattainable: the important 
thing is that the tach should give precise 
information when the engine is at its red- 
line, and even that may be beyond the 
instrument’s capabilities. The tachome- 
ters main problem is that it tends to lag 
behind rising engine speed when a bike 
is accelerating rapidly in first and second 
gears. This lag seems to be inherent in 
the mechanically driven tach, which is 
identical internally with the speedometer, 
due to the inertia of its aluminum drum 
and attached needle. 

There’s nothing you can do about ta- 
chometer lag. apart from showing restraint 
in your style of riding: it is possible to 
cope with error. A few shops around the 
country specialize in speedometer and 
tachometer calibration. but they may find 
themselves stymied by the rather odd tach 
drive ratios employed in Japanese-made 
motorcycles. Besides. professional cali- 
bration work is expensive and hairline 
accuracy isn’t necessary except in the ta- 
chometers used on racing bikes (where it 
can make the difference between winning 
and breaking an engine). All the sporting 
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street rider needs to know (if only to 
satisfy his curiosity) is the relative accu- 
racy of his bike’s tach, and we have a 
no-expense method whereby he may ac- 
complish that much. 

To check your bike’s tachometer for 
truthfulness you need to know its overall 
gear ratios and the amount of speedom- 
eter error present. The method involves 
calculating what the tach reading should 
be at some true road speed and then 
checking to see if the instrument agrees. 
You begin by finding the rear wheel’s 
rolling circumference. Sit on the bike, to 
load the tire, and get a friend to make 
chalk marks on the tire and the road. Then 
roll the bike ahead until its rear wheel 
has made one turn and the chalk reference 
line is again down against the pavement. 
Measure between the starting point and 
the new position of your reference line 
to get the number of feet your bike travels 
for each rear wheel revolution, a figure 
you must divide into 5280 to arrive at the 
number of wheel revolutions per mile. 
Multiply wheel revs/mile by the overall 
gear ratio and you have engine revs/mile, 
which is then multiplied by the bike’s true 
speed—expressed in miles per minute—to 
obtain engine speed in rpm. 

Let's apply The Method to a hypo- 
thetical motorcycle: we make the marks 
on tire and pavement. measure between 
them, and find that the bike moves ahead 
78-inches. or 6.5-feet. for each wheel rev- 
olution. We then divide the 6.5-feet into 
5280 (number of feet in a mile) and come 
up with 812 wheel revs/mile. Assuming 
that the overall gear ratio is 5:1, we would 
then multiply 812 by 5.0 and get 4060 
engine revs/mile. The easiest testing speed 
is a true 60 mph, because that’s exactly 
one mile per minute and at that speed 
our hypothetical bike’s tach should be 
reading 4060 rpm. We know from experi- 
ence that calculated engine speed is ex- 
tremely accurate when done carefully. so 
if your bike’s tachometer doesn’t agree 
with your calculations do not be too quick 
to assume the difference is a matter of 
arithmetic mistakes. Chances are the error 
is in the tach and not in the numbers. 

Industrial and some aircraft tachome- 





ters bear added resemblance to speedom- 
eters in having what amounts to an odom- 
eter, only with numbers reflecting en- 
gine-hours instead of miles. In fact. the 
gauge will be marked “engine hours” but 
what it tells you is not service time: it’s 
the total number of revolutions turned by 
the engine. This system has shortcomings. 
as the figure on the instrument face does 
not take into accounting factors such as 
load. or the rate at which the crank turns 
were accumulated. Still, it is better than 
mileage as a standard of service intervals. 
Engine-hour recording tachometers are 
not available for motorcycles but you 
probably could convert a speedom- 
eter/odometer to serve the purpose. We're 
not entirely sure what purpose that might 
serve: it would be fun to try. and you 
might discover that fuel consumption. for 
example. relates more closely to “engine 
hours” than to miles traveled. 

Neither speedometers, tachometers nor 
their drives are likely to give trouble. Back 
when the reduction gearing was in add-on 
housings there were some problems. espe- 
cially when people tried to shoot grease 
into them with a high-pressure lube gun 
and discovered that the seals and gaskets 
(and sometimes the housing itself) were 
not strong enough to hold the load. But 
now that tach drives have become built-in 
engine components. and speedo drives 
gears commonly are part of motorcycle’s 
front wheel hub assemblies (sharing the 
same supply of lubricant). failures are 
extremely rare. Indeed. the only problems 
most people experience are those they 
bring on themselves, and these usually 
arise from a severe kinking of the instru- 
ment drive cable. We've witnessed speedo 
and tach drive cables routed so they-were 
certain to get pinched between the lower 
fork bridge and the steering stop. and seen 
then where they had to get kinked if the 
forks compressed even halfway. These 
drive cables also get used as lifting straps 
by people trying to pull their bikes out 
of mud holes. and cables are snagged on 
everything from tree branches to specta- 
tors. All of these things pull kinks into 
the cables and their sheaths. and that’s 
very nearly the cause of cable failure. 
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When a cable has been kinked the best 


thing you can do is to replace it, but if 
the new part isn’t available or you’re short 
of money a repair is possible. The job 
requires that you remove the cable from 
its sheath and then make separate fixes. 
The cable, when kinked, must be pulled 
Straight and the damaged section silver- 
soldered into a solid bar—which may then 
be filed or hammered until it has the same 
shape and diameter as the rest of the 
cable, albeit a little stiffer. The cable 
sheath can be coaxed straight. but the 
plastic covering that makes it water- and 
dust-proof will keep you from using heat. 
If all else fails you can force a short length 
of steel or copper tubing over the kinked 
spot to hold it straight, and if for any 
reason you have repeated problems with 
kinking try winding spring wire over the 
sheath ferrules and the first couple of 
inches of sheath—which is where most of 
the kinks develop. 

We could avoid all difficulties with 
tach/speedo drive cables if electrical in- 
struments could be made a practical 
proposition. There are non-mechanical 
instruments of this sort that provide ex- 
tremely accurate readings, but the good 
ones seem to be horrendously expensive. 
Certainly the electronic tachometers of the 
type used on some 750 Ducatis, for in- 
stance. leave much to be desired. They 
waver and waggle. and when not doing 
that alternate between fits of sulkiness and 
moments of sly whimsy. We can’t claim 
experience with all electronic tachome- 
ters: the ones we’ve tried have not been 
very good. The electrically-driven tachs 
used in tuneup work and the like do work 
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fairly well. Maybe it’s all the vibration and 
jolting of operation on a motorcycle that 
makes them misbehave. 

It may be significant that the electronic 
tachometers with 90-degree needle-travel 
have the best reputation for accuracy, and 
it strikes us that the reason is they can’t 
be read closely enough for anyone to 
know when they’re wrong. The mechani- 
cal tachs usually have needles that sweep 
an arc of about 270-degrees, within a face 
diameter averaging something near 3 
inches. Cut an arc like that into 1000-rpm 
or 10-mph increments and the readings 
don’t become too badly crowded even 
when 12.000 rpm and 120 mph maxima 
are provided. Do the same on a 90-degree 
arc, compressing the markings by a factor 
of three. and you really can’t tell what 
the instrument is trying to say unless you 
get your nose against the glass. 

An important fact to consider relative 
to reading instruments is that when you're 
out in the real world of turns and traffic 
you don’t actually read them at all. There 
may be times, tootling along an Interstate 
highway. that allow a long, studied glance 
at the tach and speedo: but the occasions 
upon which the tachometer. especially, 
should be watched sharply are those re- 
quiring maximum attention to the road. 
Racing provides an extreme example of 
this conflict of interests: riders have to 








watch the track, or crash; they have to 
watch the tach, or risk breaking an engine. 
And racing provides an answer: racers 
turn the tachometer so that when the criti- 
cal number is reached, the needle is 
pointing straight up. Do that, and you 
don’t even need numbers on the dial. 
Now that the development of light- 
emitting diodes has brought direct digital 
readouts to everything from computers to 
alarm clocks, some one of the motorcycle 
manufacturers is sure to come up with the 
stunning idea of digital speedos and ta- 
chometers. These will be dazzlers in ad- 
vertising copy and in the dealers’ show- 
rooms: they aren’t going to work worth 
a hoot. Why? Because most of the in- 
strument reading you do when you're 
riding is a quick scan and most people 
can scan-read the position of a needle 
much faster than their vision can register 
numbers. Also, you can watch the swing 
of an indicator needle and anticipate 
when a critical reading will be reached, 
which is very difficult with digital displays. 
Warning lights usually are not consid- 
ered instruments. They are, and their 
yes-no, some-none readings provide all 
the information many people require. The 
warning lights’ problem is that they may 
not be bright enough to give an adequate 
warning at mid-day, and that they do not 
tell you trouble is coming—only that it has 
arrived. We are inclined to believe that 
a simple warning light is all the instru- 
mentation the modern motorcycle’s elec- 
trical system needs. Today’s alternators, 
etc., are extremely reliable and when 
something does go wrong the flickering 
of a charge indicator light will tell you 
as much as a flickering ammeter needle. 
On the other hand, it sometimes is very 
important to monitor such things as oil 
temperature and pressure—which at their 
critical highs and lows respectively are 
warnings of impending engine damage. 
Oil pressure is less important than oil 
temperature in most motorcycle engines, 
and vastly more difficult to measure. A 
simple pressure switch and warning light 
system is perfectly appropriate when the 
engine in question has a roller-bearing 
(Continued on page 93) 
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Welcome the unexpected 


If mountain trails were perfectly. smooth 


and you knew every curve like the of 
your hand, trail riding-wouldn’t be much fun, 
would it? 

Riding over unknown terrain with all its 
unex pected obstacles (like mud, overhanging 
branches, rocks, etc.) makes trail riding an 
exciting challenge. A challenge that few trail- 
bikes can 
the Hodaka Dirt Squirt. 


handle as. well as the one-above-- 


The Hodaka Dirt Squirt is designed to do 
exactly what you ask it to do. Twisting the 


an electric rheostat: 
engines with power that comes 


throttle is] 
Unlike so 


on at high RPM’s, the Hodaka 100cc S-speed 


offers smooth, predictable power..:over.a 
broad RPM range. It’s an engine that can go 
slow-as well-as -In fact, you:can literally 
walk alongside the Dirt Squirt and it won't 
stall: 
The Dirt Squirt has a low seat height, 
so that you feel like part of the bike, not 
like you are perched on top of it. Add to 
low center of gravity, knobby: tires and 
2-position shock absorbers and you: have a 


machine that gives even the beginning rider 


a feeling of complete control. Ride a Hodaka 


Dirt Squirt and find out what it’s like to 


welcome the unexpected. 


For more information about Hodaka Motor- 
cycles, look in the Yellow Pages for your 
Hodaka Dealer or fill-in the coupon and 
send it with 25 cents (to cover the cost. of 
postage and handling). We will señd you 

a copy of the “Hodaka Story” and direct 
you to your nearest) Hodaka expert. 


Get the “Hodaka Story” and 
the address of your nearest 
dealer. Send 25¢ to HODAKA 
MOTORCYCLES, Box C-10 
Athena, Oregon 97813. 


Melbourne, -A 





“Idare anyone 
to lie down behind 
these instruments, 

take a few 

fast sweepers, and 
come out wanting 

any other machine. 
The BMW is 

that phenomenal.” 


The BMW R9085. It is phenomenal. 

You can blast down a back road, or putter through 
a small town. You can keep up with the hottest super- 
bikes, or just coolly idle your way through city streets. 

No matter what you do on a R90S, you can do it 
smoothly. 

Because the BMW R90S is a no-nonsense super- 
bike that has no “buts” about it. 

The flat twin engine delivers all the power you 
could ask for (top speed over 120 mph, and a quarter mile 
in 13 seconds) but it delivers it smoothly and quietly. 

The well-known BMW sealed-in-oil drive shaft 





“Me 


w f E 


isn't going to strand you out in the middle of nowhere. 
+ The Germans have been using this design for over 50 
| years: it's totally trouble-free, and will last as long as 
the bike. 

And with dual hydraulic discs in the front and a 
whopper of a drum in the rear, the R90S will pull you 
down to a stop with no nonsense, too. 

Because the R90S is so well built and so smooth, 
it'll last a lot longer than most other motorcycles. 

And because the R90S is so smooth, you'll tire a 
lot less, and last a lot longer riding it. 

The R90S. Super. And even more super for ‘75. 





With new ventilated discs, new human-engineered 
controls, more powerful electrics, an even more comfort- 
able seat, and exciting custom-colors: Silver Smoke and 
new Daytona Orange. 

The BMW R908. We dare you to find out what a 
real superbike feels like. For more facts 
on the R90S and the full BMW line, 
write: Butler & Smith, Norwood, N.J. 
or Compton, CA. BMW Motorcycle 
Distributors, Toronto, Canada. 
European delivery plans available. 


Bavarian Motor Works 


50 years of building the world’s finest motorcycles. 
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Dont just 
make a living. 
Make a life 
for yourself. 

















You could turn your whole life around in 
the Navy. And head it straight for success. 

Look at the opportunities. 

Job training. For highly skilled careers. 
If you’ve got what it takes. 

Radio mechanics. Boiler operation. And 
more. Much more. 

Check out the challenge. 

Hard work. High standards. Leadership. 
Personal responsibility. And inthe 
beginning, the nitty-gritty housekeeping 
chores, too. 

And think about the good times. 

New places. New friends. New ideas. 

A whole new life-style. 

Look. Life’s what you make it. Make the 
most of yours. Talk to your Navy Recruiter 
right now. He can tell you what you qualify 
for before you enlist. Or call anytime. 
800-841-8000. It’s toll-free. 

A good job. A good life. The Navy: It’s 
a good deal. 


Be someone special. Join the Navy. 








You could buy this 
Panasonic radio on looks alone 


vme mowaron Reds 


LONE 1 ITC ATOM a pa 


on pos [eo gg yar 


PRM HOALE IE ABAD 
ASS RAT TET 





MG _ | Panasonic 


2 oe PSB-FM-AM 



















mild 
Be 
but we won't let you. 
a 
‘N 
Separate bass and AFC on FM. Loudness control boosts the 


treble controls. bass and treble at 


Tech Series circuitry for superior low volume. 
sensitivity and selectivity to pin- 
point and hold weak and distant 
stations. 

VU/battery/tuning meter. 
Long-lasting Panasonic d 


Hi-Top batteries. Also See. D 


works on AC. 


Mike mixing volume 
control for a powerful, 
portable PA system. 


FM. AM. And High VHF Public Service 
Band*. For police, fire, taxi calls, in- 
stant weather and other ‘‘as they hap- 
pen” broadcasts. 


120-minute automatic 
on/off timer. 


The Tech 800 


(Model RF-888) 
Dual-cone speaker system. A 


6⁄2” double-layer outer cone SS 
` for bass and midrange. With an 
X ae inner mylar cone for treble. 

Panasonic. 


Two-year warranty on parts and labor. Subject to terms and 
conditions on the warranty card packed with the product. ` 


*Public Service Broadcasts vary by area. Check with local authorities. just slightly ahead of our time. 
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THE SGOTT 
FLYING SOUIRREL 


hen Alfred Scott built his 

first twin cylinder two-stroke 
engine at the turn of the century, he 
could not have realized that he was 
starting a trend that would be in 
fashion some seventy years later. 
Utterly dedicated to this type of 
engine, he persevered with his 
experiments and evolved a design 
that was sufficiently advanced to 
permit limited production during 
1908. The breakthrough came only 
a few years later, when a machine 
bearing his name won the 1912 
Senior TT in the Isle of Man. This 
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By Jeff Glew 


success was repeated a year later 
and only narrowly missed in 1914. 
The motorcycling world began to 
take notice. Perhaps there was 
something very special about this 
unorthodox looking machine with 
its quiet purr and simple, but highly 
effective two-speed gear. 

More surprising, Scott severed all 
connections with the company he 
founded immediately after the Great 
War of 1914-18. In typical fashion 
he had become obsessed with a 
novel but highly unorthodox three 
wheeler that had evolved from 
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experiments with a wartime gun car. 
But the legacy of his motorcycle 
designs lived on and others took 
over the continuing development. 
No one knows for sure how 
many Scott motorcycles have 
survived the passage of time. There 
are close on 1200 recorded in the 
Register of the Scott Owners Club, 
but undoubtedly many more exist 
in unknown hands. The best models 
are unquestionably the open frame 
models of the middle and late 
twenties; these machines have a 
more favorable power to weight 
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In the Good Old Days, 

one learned to love a 
machine’s idiosyncracies— 

or at least live with them. 
The Scott would, for example, 
bounce through a pothole 
and promptly over-oil itself. 
A bump, you ask, could foul 
a spark plug?? Sometimes. 
Crazy? Perhaps. Curious? Yes. 
Expected? But of Course. 


ratio than the much heavier 
post-war models. 

The very first of the post-World 
War II prototypes, a 1946 596cc 
“Flying Squirrel,” is unique; at that 
time no firm decision had been 
made about the form of front 
suspension. Apart from the 
full-width hubs and dual front 
brake, the machine is virtually the 
same as the model 1939, even down 
to the Webb girder forks. 

Engine design closely follows 
Scott’s 1908 patent. The massive 
alloy crankcase casting has two 
crank chambers separated by a 
space to accommodate the exposed 
central flywheel. A built-up 180 
degree crank keys into this flywheel 
and is of the overhung type having 
the main bearings inboard those of 
the big-ends. All bearings are 
uncaged roller-types; sealing is 
effected by means of spring-loaded 
metal glands around the crankshaft 
that are copiously lubricated with 
oil. Access to the big-ends is by 
means of a circular “door” in each 
side of the crankcase casting. It is 
through these doors that the 
crankshaft is assembled. Lubrication 
is provided by means of a twin feed 
Pilgrim oil pump bolted to the 
right-hand crankcase door and 
driven from the end of the 
crankshaft. It is gravity fed from an 
oil compartment within the main 
fuel tank and each feed can be 
adjusted independently to provide 
the rate of drip required. It is not in 
any way connected with the throttle 
and once the adjustment is set, it 
remains constant. 

Narrow, knife edge connecting 
rods carry pistons of the deflector 
type, always a feature on the Scott 
production models. The gudgeon 
pins are of the fully floating type, 


48 


with brass end pads. To reduce the 
risks of engine seizure, the full skirt 
of each piston is covered with a 
series of small grooves in the 
horizontal plane, each about a 
half-inch long. They provide a 
convenient means of retaining oil. 
Both the cylinder barrel and 
cylinderhead are water-cooled, 
relying upon the thermo-syphon 
principle and a massive radiator 
mounted above the engine. An 
Amal carburetor supplies the 
mixture; ignition and lighting is by 
means of a Lucas “Magdyno” chain 
driven from a sprocket rivetted to 
the right-hand side of the central 
flywheel. Another sprocket on the 
other side of the flywheel takes the 
primary drive to the separate, 
three-speed gearbox. This has an 
outrigger sprocket for the final drive, 
also by chain, to the rear wheel. 

The cycle parts follow 
conventional practice in the main, 
apart from the use of a triangulated 
frame structure that gives the 
machine its unique handling 
qualities. This layout permits the 
use of a quite distinctive fuel tank 
that has a separate oil compartment 
and a controllable drip-feed 
lubricator for the magneto and 
primary drive chains. 

One of two things would happen 
to the prospective owner of a 
Scott—either he would like it 
immensely and thereafter ride 
nothing else, or alternatively detest 
it from the start and never own 
another! Certainly the ownership of 
a Scott is a test of enthusiasm, 
especially if the machine has to be 
reclaimed from the inevitable heap 
of badly worn and rusty parts. 
Inevitably a most peculiar love/hate 
relationship will develop between 
machine and owner, even after 
restoration is complete in many 
cases. A Scott is a temperamental 
machine that somehow manages to 
retain an air of perverseness that 
will at times vex even the most 
hardened enthusiast. But when it is 
running well, Scott enthusiasts will 
tell you there’s nothing better! 

On the road, it is the turbine-like 
smoothness of the engine that 
appeals most, together with its 
smart acceleration when the throttle 
is snapped open. The exhaust note 
is normally a mellow, gentle purr. 
Acceleration at high speed produces 
the familiar Scott “Yowl,” a noise 


that defies description. Hills are 
climbed almost unnoticed, apart 
from a slight buzzing overtone that 
seems to originate from the 
induction system. Whilst waiting at 
traffic lights and road junctions, the 
engine hunts in a characteristic 
manner, accompanied by a curious 
jingling of the clutch plates when 
the clutch is withdrawn. This will 
identify the presence of a Scott, 
even if it cannot be seen. 

By modern standards, the brakes 
leave much to be desired. The twin 
front brake is the main culprit, 
surprisingly enough, and requires 
linings of the so-called “black 
pudding” type to achieve reasonable 
efficiency. The rear brake suffers 
because the alloy brake plate is not 
ribbed internally for extra strength. 
The first really heavy application 
permanently distorts the brake plate 
and thereafter much efficiency is 
lost. Fortunately this defect was 
soon eliminated on the later models. 

Starting is easy because the Lucas 
“Magdyno” is driven at engine 
speed and therefore delivers a very 
healthy spark at low rpm. A special 
reduction gear is used to slow down 
the dynamo, which would otherwise 
soon cook the avc unit. A 
rubber-mounted “T” battery ensures 
the rigid frame does not give this 
vital component a too hard life, 
always a factor to be considered 
when a good measure of 
performance is available. The 
lighting set does not match up to 
modern requirements and will 
permit speeds up to only the 50mph 
mark without cause for concern. 
The beam from the separate bulb 
and reflector type of headlamp is no 
match against the dazzle from 
oncoming halogen lamps. 

The Achilles heel of the Scott is 
undoubtedly the Pilgrim oil pump. 
The setting is critical. Although it 
should remain constant in theory, it 
is prone to vary on occasion 
without warning. Too much oil and 
the plugs will foul; too little oil and 
ominous rattles soon occur. The 
ideal setting is the classic “two spits 
and a drip” from each feed pipe at 
regular intervals, as viewed from the 
inspection windows. This gives a 
compromise where the machine 
does not over-oil too badly in traffic 
and does not dry up when given 
the gun. A most curious feature is 
the way in which the engine 





CYCLE 


temporarily over-oils after hitting a 
pothole. This is caused by rapid 
agitation of the oil supply 
contained within a well in the base 
of each crank chamber. The well 
serves an important function since it 
contains sufficient oil for the 
machine to be driven up to eight 
miles at moderate speeds if the 
main oil supply ceases or runs dry. 
The choice of oil is critical too, and 
multi-grade or self-mixing oils have 
to be avoided like the plague except 
in dire emergency. The additives 
provide a high ash content, which 
quickly fouls the plugs. A straight 
SAE 40 is the answer; fortunately 
one British oil manufacturer makes 
a grade of oil that is especially 
suitable for the Scott. 

Maintenance presents no real 
problems; but if it becomes 
necessary to remove either the 
primary drive chain or the magneto 
chain, it’s a major operation. The 
main difficulty results from the 
need to feed the chains around their 
respective sprockets on the center 
flywheel. Even with the guide strips 
that are permanently mounted 
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within the crankcase casting, this is 
no easy task. The knowledgeable 
rider keeps his old chains and links 
them to the chains requiring 
attention, so that one pulls the other 
into position. Even then it is no 
sinecure. 

The Scott is something quite 
unorthodox. A pause by the 
roadside or a stop for refreshment 
invariably produces questions and 
comments from onlookers. A few 


bike in top shape takes work. 


rusting, plugs from fouling. 
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There’s no way you can own a motorcycle A 
and get by without getting your hands 
dirty once in a while. Keeping your 


Now there’s one way to make the work 
worthwhile. Use Permatex products. 
The next time you’re in your cycle 
shop, look for the Permatex rack. 

It says, “Keep It Together!” up at the 
top. And you'll find products that mean £ 
just that. Keep nuts and bolts from comin 
loose, oil from leaking, gaskets from 
blowing, parts from sticking, chains from 


Permatex products have been around for 
a long time, wherever people cared about 
performance. Now we have a motorcycle 
rack. Because we know you care. 


are taken back by the 
unconventional appearance of the 
model and ask innumerable 
questions, such that it is frequently 
necessary to explain the left-hand 
crankcase door strap is not an 
exposed connecting rod! In short, 
whilst there is a real pride of 
ownership, never bank on being 
able to make a quick journey 
anywhere. © 





If you're going to get 
your hands dirty, 
have a good reason 
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Laguna Seca: 
Order Restored 


By Cook Neilson 


® Watch a 250 race from a particular 
corner and visual rhythms begin to de- 
velop. The bikes are the same, after all. 
They look the same and they sound the 
same, they go through your corner at the 
same speed and bank angle, and they 
begin to accelerate onto the straightaway 
at the same time. Some are quicker than 
others, of course. But not so much quicker 
that the rhythm changes. 

Except Kenny Roberts. At Laguna Seca 
in the Lightweight race he had a rhythm 
all his own, so bright and vibrant that 
he and his sunshine Yamaha became a 
travelling spark, a streak of noise and light 
that crackled with a peculiar incandes- 
cence. He was a glowing coal in ashes. 
With absolute assurance and tran- 
scendental speed he whistles up to, 
through and away from your corner and 
fragments the rhythm the turn has devel- 
oped. He is not in touch with the traction 
between his tires and the pavement: he 
has become the traction, he has become 
the pavement, he has become the motor- 
cycle and the tires. Everything he has 
learned is applied in those fleet seconds 
when he throws out the hooks, sticks out 
his knee, pitches his singing Yamaha di- 
rectly to the limit and then hops back on 
the gas and disappears up the straight, 
over the hill and out of sight. Before he 
arrived at your corner you had seen 
brightly colored 250 Yamahas ridden by 
brave young men all going much too fast 
and making too much noise. In Kenny’s 





presence they and their motorcycles are 
transmuted into background; only after 
he leaves do they once again become 
racers racing. He is in color: they appear 
as differing tones of gray. Kenny vanishes 
and the visual rhythm of your corner 
slowly re-establishes itself. You can enjoy 
it for a minute and fourteen seconds—and 
then Roberts comes again to shred it apart 
with a rhythm of his own. 

To say that the Laguna Seca Light- 
weight race was a typical Roberts perfor- 
mance would be saying too much. Gary 
Scott, after all, rolled Kenny under at 
Loudon, and he or Don Castro might do 
it again at Talladega or Ontario. But at 
Laguna Roberts, with a 4-horsepower in- 
crease that Kel Carruthers had reportedly 
found hiding in an unexplored cavern of 
the Schnurle, was superhuman. And the 
Lightweight race was simply a warm-up: 
in the 75-mile National the competition 
didn’t turn into background, because Ka- 
wasaki 750s and Suzuki 750s and Yamaha 
700s ridden by other Ace Pilots are always 
interesting to watch. But the Roberts mas- 
tery was the same. So were the results. 

The ebb and flow of events at Laguna 
Seca began this year—traumatically—on 
Wednesday. four days before the Na- 
tional. Kawasaki had rented the track for 
an exclusive, uninterrupted test session. 
and Yvon duHamel, whose Randy Hall- 
tuned H2R had been no faster than Gary 
Scott’s 750 Harley-Davidson at Loudon, 
was clattering around in pleasing proxim- 


Computer-accurate and devastatingly fast, Ken 
Roberts had a perfect Laguna weekend: two 
wins. Nobody who watched seemed surprised. 
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ity to Yvon’s 1973 track record. But on 
the final scheduled lap of practice the 
Kawasaki threw itself to the ground in a 
fit of pique—on top of duHamel’s right 
hand. “I hate to hurt my hands,” Yvon 
said as he was sipping a coke next to the 
motel pool the following day. “Whenever 
I crash I try to keep them from getting 
torn up. But this time my right hand is 
caught between the motorcycle and the 
pavement, and the fingers are twisted like 
this, and all the meat between them is 
messed up, and I think one is dislocated.” 


In the Lightweight race, Roberts avenged his 
Loudon defeat with a thorough-going victory. 





Corkscrewed again. Yvon set off to make 
it heal by Saturday, when he was sched- 
uled to fist-fight a Kawasaki 900 ZI in 
the Heavyweight Production race. There 
were rumors that he simply took his hand 
to the local heliarc welder and had his 
damaged fingers Stellited. One way or the 
other duHamel was sound enough Satur- 
day to deal with the Z1, and by Sunday, 
with the help of an extra-long front brake 
lever fabricated by Ken Watkins in Santa 
Ana and flown to Laguna, duHamel was 
sounder still, and braver than ever. 
Yvon is not the entire Kawasaki team. 
Hurley Wilvert (and his Australian pro- 
tègé, Gregg Hansford) and Art Baumann 
also ride H2Rs; but there are differences. 
One big one: Art doesn’t get paid nearly 
as much as Yvon, and Wilvert doesn’t get 
paid anything at all. Hurley is, in fact, 
the only AMA Expert road racer whose 
entire income comes from track-side pay 
windows. He had a lucrative Daytona, but 
things have been thin since then. He was 
looking to do well at Laguna—not for the 
glory, not for the press coverage. not to 
land a spiffier factory ride. Hurley was 
looking to do well so he and his tuner, 
George Vukmanovich, could start think- 
ing about eating well. “Hey.” said Bau- 
mann, “this 1s supposed to be a team thing, 
where everybody helps out everybody 
else. But we don’t really function like a 
team at all. I mean Hurley’s one of the 
great riders and tuners in the world, but 





if he finds out something that might help 
all of us he can’t really tell us what it is, 
because he has to try to beat us as hard 
as he tries to beat everybody else.” 
Things seemed a little calmer in the 
Suzuki pits. As Kevin Cameron reported 
in the September issue Gary Nixon had 
ridden his special American-framed Su- 
zuki to a spectacular win at Loudon, and 
the factory bikes that.appeared at Laguna 
Seca showed traces of the Erv Kanemoto 
influence: fork rake was exactly between 
Suzuki’s own Daytona geometry and that 


When the weather changed right before the Na- 
tional, nervy Kel Carruthers ordered a jet change. 





which Nixon and Kanemoto introduced 
at Loudon. “It goes around corners ok 
now,” Paul Smart reported. “But it has 
a little problem with straightaways. 
Tank-slappers.” Nixon himself, co-archi- 
tect of the Loudon win, was resting un- 
happily back in Maryland. He had been 
doing some testing on the 108-hp. Suzuki 
square four 500 in Japan in the company 
of Ken Araoka when the bike “seized so 
fast I couldn’t even feel it” and plunged 
him, and Araoka, into a horrible pile-up. 
Nixon emerged with two severely broken 
arms, predictions by several doctors that 
he'd be through for the balance of the 
1974 season, and his own clench-jawed 
resolve to return for Ontario. Kanemoto 
was at Laguna nonetheless, helping out 
whoever needed help. 

Team Yamaha. with the return of Don 
Castro (injured after Daytona in the San 
Diego Cal Rayborn Benefit race), was 
once again at full strength, the 250s bene- 
ficiaries of Kel Carruthers’ reaction to the 
HD/Gary Scott win at Loudon, the whis- 
tling 700 Fours sounder and faster week 
after week, and the riders cool and happy. 
And then there was the Harley-Davidson 
team, consisting of Dick O’Brien, Clyde 
Denzer, Bill Werner, Babe DeMay 
(tuners) and Gary Scott (rider). Scott had 


Gary Scotts HD 250, allegedly detuned for 
tractability, was not quite up to Roberts’ 
searing Lightweight pace (left). 
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won the lightweight race at Loudon and 
followed with a win at the San Jose Mile 
National, another at the Castle Rock TT 
National and a third at the Ascot TT 
National. To say that Gary was hot and 
hungry at Laconia would be like saying 
Paul Bunyon had some size, or that Attila 
the Hun enjoyed a fight. With his three 
consecutive National wins Scott had 
closed to within 99 points of Roberts’ 
AMA-leading total of 1122. He knew that 
against Roberts’ superior four-cylinder 
horsepower he didn’t have a chance of 
whipping Kenny at Laguna, but he was 
anxious to finish high and collect some 
points. To do it he would have to ride 
the tires off his Harley. Which is exactly 
what he did. 

But before that there were numerous 
events to be run, the first of which con- 
cerned the Novices, most of whom, of 
course, were on Yamahas. The best of 
them was Skip Aksland, who under the 
tutorial eye of sponsor Kenny Roberts 
(Skip’s father had sponsored Kenny when 
he was a youngster: turnabout is fair etc.) 
buzzed to an immediate and commanding 
lead and won easy. followed by Don 
Vesco’s Novice, Murray Hoffman, Ted 
Davidson, Richard Fuller and Darrell Lee. 

Next up was the Junior-Expert Light- 
weight Combined event. Roberts had 
whipped Scott, Dave Smith, Pat Evans, 
Ron Pierce and Walt Foster in his heat, 
and teammate Gene Romero had won the 


second heat ahead of Don Castro, Mike 
Clark, Mike Devlin, Pat Hennen and 
Steve Baker. It was clearly going to be 
another eyeball-to-eyeball-and-see-who- 
blinks scorcher between Roberts and 
Scott. Roberts hardly ever blinks. “The 
bike was running all right.” HD Racing 
Chief O’Brien said afterwards. “But Gary 
felt he was being outridden by Kenny in 
a couple of places on the track. When 
Gary beat Roberts back at Loudon, Kenny 
wasn’t outriding Gary anywhere.” 
Nobody could have outridden Roberts 
on that track, on that day. He was flawless 
everywhere on the course, completely 
confident, superior in traffic, and his bike 
never missed a single 58-hp. beat. When 
it was over those who had seen the race 
had seen perhaps the most meticulous 
road race effort in Lightweight history. 
Roberts was unbelievable. indomitable. 
overwhelming. Gary started out close but 
gradually dropped astern, still well ahead 
of Don Castro and Pat Evans. Pat Hennen 
barely squeaked Dave Smith for fifth. 
Steve Baker was eighth, Ron Pierce 
brought his new AerMacchi 250 twin in 
for ninth and Walt Foster was tenth. Who, 
you may ask, was seventh? None other 
than Jody Nicholas, making his first Na- 
tional appearance in two years. Jody was 
aboard a Vesco Yamaha, and while the 
rust was apparent so was the beautiful 
style, the experience and the class. Jody, 
as you may recall. was a member a while 


back of the Suzuki factory racing team 
along with Ron Grant and Art Baumann. 
In an incredible display of talent he won 
the Road Atlanta National in 1972 only 
to have it taken away from him when his 
team bike was found to be illegal. He rode 
for the rest of the season for Suzuki, piled 
up a huge number of Ascot wins on a 
Norton. had a series of serious crashes and 
dropped out of AMA competition—and 
out of sight. It was a treat to see him back 
in combat: class is always fun to watch. 

There was more on the way. After Bob 
Tigert made a little mistake and crashed 
his Lightweight Production bike and saw 
Wes Cooley win, the Heavyweight Pro- 
duction field formed on the grid. DuHa- 
mel, sore paw and all, was going to have 
a go on a Kawasaki Z1, Reg Pridmore 
was ready with Helmut Kern’s new (and 
obscenely potent) Butler & Smith R90S 
BMW. Steve McLaughlin was riding a Z1 
for RC Engineering, Justus Taylor had 
another big BMW as did Ron Pierce and 
Marty Lunde, and Fred Walti and Bob 
Crossman were piloting still another pair 
of Zl Kawasakis for Exhibition Engi- 
neering. Predictably McLaughlin, Prid- 
more and duHamel rocketed to the front. 
But then Steve's Z1 tied up. And then Ron 
Pierce’s BMW tied up. And then, after 
a dazzling ride, Reg Pridmore gave the 
lead back to duHamel and parked his 
BMW, and Yvon was almost home free. 
But not quite. Already having difficulty 


In Open Production, Steve McLaughlin's RC Engineering ZI led and packed up, Reg Pridmore’s BMW 900 led and packed up, and duHamel won. 





with his front brake (because of his dam- 
aged hand). the rear brake rod came adrift 
and Marty Lunde began to close. But there 
wasn't enough time for Marty and Yvon, 
his hand bleeding, won convincingly. Fred 
Walti, after a couple of early-lap_ tire- 
slides on the downhill off-camber left. 
settled down for a solid third, and Taylor 
scrambled in fourth. 

Which closed out the activities for Sat- 
urday. 

After the fog lifted Sunday morning the 
first of the two Expert heats formed on 
the grid and exploded up the hill, duHa- 
mel in the lead followed by Roberts, Steve 
McLaughlin on the Mel Dinesen/Motor- 
Cycle Weekly Yamaha 700, Art Baumann 
and Don Castro. By the fourth lap Kenny 
was right in Yvon’s stingers, Art had 
crashed, Smart had moved past 
McLaughlin and Wilvert was right behind 
him. A lap later Roberts was in front and 
despite power-slides and spectator- 
thrillers there was nothing duHamel could 
do about it except watch. Smart settled 





into third and McLaughlin pinched past 
Wilvert at the finish line for fourth. In 
the second heat Gene Romero banged 
fairings with Dave Aldana for eight laps 
before getting some breathing room. A 
thoughtful Pat Evans was third, and New 
Zealand’s John Boote was fourth. Cliff 
Carr had worked his way up towards the 
front of the pack before his Suzuki made 
some expensive noises and was retired to 
the pits, where it was instantly fitted with 
a brand new engine. 

Pat Hennen, now riding for Sid Damron 
and Ocelot Engineering, waltzed away 
with the first Junior heat and won by 11 
seconds, and Walt Foster fought past Phil 
Frank’s TZ-700 with his own 350 and 
picked off the second heat. Running con- 
sistent 1:17s in the final Hennen over- 
whelmed the rest of the Junior field. Larry 
Bleil and Phil Frank established them- 
selves in second and third halfway through 
the race and there they stayed. Ed Eaton 
was fourth. Everybody rode Yamahas. 

One last issue needed resolving. The 
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The tone for the National was set in the heat race when Roberts got by a determined du Hamel. 
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line-up: Roberts on the pole, Romero, 
duHamel, Aldana, Smart; Evans, 
McLaughlin, Boote, Wilvert, Baker; Scott, 
Phil McDonald, Warren Willing, Mike 
Cone. The top of the finishing order was 
ready for print on lap 6. Roberts was in 
front, duHamel had gotten past Romero 
for second, and Paul Smart was right be- 
hind. There they stayed for 40 laps: Rob- 
erts clicking off one perfect lap after an- 
other, duHamel, his right hand shot full 
of novocain, gallant and trying but down 
on power and acceleration, Romero 
professional and riding within his now- 
bountiful abilities, Smart dead astern and 
lacking the punch to get by. As the race 
progressed Roberts drew slowly away from 
duHamel, Yvon drew slowly away from 
Romero, and Romero continued to con- 
tain Smart. 

But back in the pack things were less 
processional and more passionate. By the 
tenth lap a six-man tag-team wrestling 
match was taking place at full volume: 
the contestants were Pat Evans, Steve 
Baker, Hurley Wilvert, Gregg Hansford, 
Dave Aldana and Cliff Carr, with Gary 
Scott just behind and looking for trouble. 
Wilvert had marched to the front of the 
jam by the 19th lap only to have his coun- 
tershaft sprocket nut come off: Hansford 
tracked Wilvert towards the front and 
stayed there; Steve McLaughlin got past 
Baker and then was forced out when the 
bolts holding his rear sprocket in place 
sheared: Steve Baker was holding off 
Dave Aldana reasonably well until his 
Yamaha seized: and Cliff Carr moved in 
behind Aldana and stayed there until his 
Suzuki vaporized its front brake pucks. 

Meanwhile Roberts went around, and 
Yvon went around, and Romero and 
Smart went around together. Pat Evans 
was Safely in fifth for the last 15 laps of 
the race, Aldana was in sixth having dis- 
patched Hansford, and Gary Scott, with 
an unbelievable effort, had closed to sev- 
enth. He would have stayed there for sure 
except most of the rubber on the left side 
of his Goodyear slick wadded up into an 
unpleasant mess near the bead and Gary 
was forced to slow, letting Hansford’s 
Kawasaki past three laps from the end. 

Except for one excursion into the weeds 
Roberts was perfect for 75 miles. You 
never see him do anything tentative, like 
lean his bike over for a corner and fish 
around for traction. He knows precisely 
how much traction there is, and where it 
is, and how far to lean it over to use all 
of it. When he puts the brakes on he puts 
them on full-force and all at once, know- 
ing. When he turns the gas on he knows 
exactly how much power he wants to dial 
up, and he dials the precise amount with 
no hesitancy whatsoever. When he com- 
mits the 700 to a corner he commits it 
all at once, totally, knowing absolutely 
what he’s doing. On his roadracer at La- 
guna he was a computer, and the whirs 
and clicks coming out of him that day 
sounded unlike any ever heard before. © 


® The TS400L Apache is not just a re- 
vamp of Suzuki’s previous big-bore dual 
purpose machine. It’s also a radical de- 
parture from accepted enduro bike design 
principles. The “L” model is wider, 
higher, stouter, guttier, quieter and faster 
than before. While up-dating the Apache 
Suzuki didn’t just shuffle paint schemes 
around and change model designations. 
The L-model has an all new frame, fork 
assembly, cylinder, head, muffler, car- 
buretion and intake systems and different 
transmission gears. All of these changes 
have given the Apache an entirely new 
personality—different than its predeces- 
sors, different than its competitors. 

The previous two Apache models, 
though not extraordinary machines, were 
darn good combination street and trail 
motorcycles. They were very dependable 
(“. . . 100% reliable” said Cycle’s road 
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test of the J-model). easy to operate and 
strong running. What these Apaches 
lacked were good off-road manners and 
decent suspension units. The present 
major changes should make the new 
Apache a better dirt bike—hence a better 
street machine. 

With their virtually untapped experi- 
ence and knowledge of building world 
championship motocrossers, Suzuki 
should be able to make the Apache a 
better dirt bike with little effort. Any 
company that can acquire six world 
championship motocross crowns, 34 grand 
prix race wins and FIM manufacturers 
championships with their works machines 
has an edge designing and building ex- 
ceptional production dirt bikes. 

The new frame is an interesting exercise 
in design philosophy. While all new in 
structure, the frame retains the same ge- 








The all-new Apache has 
been thoroughly re-designed 
to better compete in the 
limited big-bore enduro field. 
Somehow though, it 


completely misses the mark. 
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ometry as the old one. At 27⁄2 pounds 
the mild tubular steel frame is no light- 
weight, but it is strong. The old frame 
was a single downtube assembly while the 
new is a double cradle chassis. Both have 
30° head angles and the same engine loca- 
tion. The near-56 inch wheelbase has not 
changed; the swing arm retains the same 
basic dimensions as the old swing arm. 

With the double downtube chassis de- 
sign came a completely new cylinder, head 
and exhaust pipe. Use of a split, double 
downtube frame made it necessary to 
place the exhaust port in the center of the 
cylinder (rather than offset) to permit the 
exhaust pipe to pass directly between the 
chassis members. The cylinderhead has 
been given a smaller combustion area to 
raise compression from 6.8:1 to 7.3:1. 
Additionally, there’s more finning on both 
the cylinder and head to increase the 
cooling area. 

The new exhaust pipe is not only re- 
shaped but has a different baffling system. 
The baffles are designed to reduce com- 
bustion explosion inside the sheet metal 
muffler. The spark arrester holds one new 
baffle inside the main body of the pipe 
while retaining the other baffle within the 
huge tail/stinger section. The old spark 
arrester has been replaced by a cast two- 
piece spiral catch unit. 

Inside the big-bore two-stroke more 
changes have been made. All three ver- 
sions of the Apache (J.K & L) have dif- 
ferent crankcases, though the differences 
in the aluminum castings remain virtually 
invisible. Larger bosses, bigger reinforcing 
ribs, relocated holes and other improve- 
ments are not apparent to untutored eye. 

Another internal alteration has been 
made to the top end. Rather than retaining 
a floating rod crankshaft Suzuki has fixed 
the lateral movement of the beam by 
placing thrust-type shims on cither side 
of the small end of the connecting rod. 
This fixes the rod’s side play by locating 
iton the wrist pin. This system may reduce 
needle-bearing clatter as the rod walks 
side-to-side. 

The gear driven primary has remained 
untouched. Using straight cut gears. the 
huge oil-bathed, 14-plate clutch (seven 
cork, seven metal) revolves once for every 
2.96 engine crankshaft revolutions. The 
clutch hub rotates on the transmission 
mainshaft end and spins on a caged dou- 
ble-needle bearing. Both transmission 
shafts turn in caged roller bearings. Other 
near-invisible changes have occurred in the 
gearbox. First and fifth gears have been 
lowered. First is now 2.285:1 and top is 
.807:1 in the “L” model compared with 
2.066:1 and .840:1 respectively. 

The new first and fifth gear-ratio 
changes were made to improve low speed 
trailing. But the speed differences between 
the old J and K models compared to the 
new L version are minute. We couldn't 
feel the difference when riding. At a con- 
stant 4000 rpm the J and K models went 
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Under the saddle is a maze of paraphrenalia: wires, plugs, air cleaner, oil tank, and magic box. 





The engine is a marvel in torque output over a broad span. Carb and pipe are mis-matched. 
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50.3 mph in fifth and 17.6 in first. The 
L version does 49.9 and 19.5 mph in the 
same gears—a reduction of 0.4 and 1.9 
mph respectively. 

Elsewhere. the Apache displays the 
legal electrical equipment to fullfill its 
dual purpose street and trail features. The 
electrics are all 12-volt with power coming 
from the CDI flywheel generator. The 
seven-inch Stanley headlamp is joined by 
a large taillight, turn signals, lighted in- 
struments—all of which operate with the 
engine not running. 

Starting the Apache requires deliberate 
effort by the rider on the lengthy right-side 
kick arm. In order to ease starting, the 
big bore single has a relief passage which 
runs from the top of the cylinder bore to 
the exhaust port. It reduces compression 
pressure by acting as a minute high ex- 
haust port which allows excessive pressure 
to run directly into the exhaust system. 
This passageway (in place of an external 
compression release) directs excess fuel 
into the exhaust system rather than on the 
engine’s exterior. The best starting tech- 
nique requires the rider to stand on the 
foot pegs with the side stand down and 
then kick the engine through. 


With the gas and choke on, the engine 
always starts with three healthy kicks. 
Engine operating noise is fairly well 
muted by the rubber buffers in the cylin- 
der fins. Still, the Apache has the two- 
stroke noises inherent with a big-bore 
engine. The piston rattles sporadically and 
loudly, and the drive train has a constant 
whir which relieved only slightly when the 
clutch is disengaged. 

Whereas most all two-strokes perform 
like two-strokes, the Apache produces 
power like a four-stroke. Its flat torque 
curve is unmatched in two-stroke dirt bike 
engines. The trail rider’s dream engine. 
the XL350 Honda, has been out done by 
the TS400L. The Apache develops 18.27 
ft/Ibs torque at 2500 rpm and a near 
identical 18.77 ft/lbs at 6500 rpm with 
only a 10 per cent rise in between. The 
Apache produces slightly more maximum 
torque than the 350 Honda four-stroke 
single, has an equally flat power curve and 
a broader power band. 

When comparing the horsepower curves 
of the Apache and XL350 we again found 
remarkable parallels. The Apache pro- 
duces one-half horsepower more than the 
XL350 at the same 6500 rpm. The power 





New muffler is heavy, with an unpleasant sound. 
The rear wheel slips and hops in the dirt. 


On twisty roads the Apache is fun to ride while 
accelerating but staggers in mid-range. 





SUZUKI TS400L APACHE 


Price, suggested retail 
Tire, front 
TGS is sere ens EE TEA 4.00 x 18 IRC Trials 
Brake, front 4.9 x 1.18 in. (124.5 x 30.0mm) 
4.9 x 1.18 in. (124.5 x 30.0mm) 
Brake swept area 36.33 sq. in. (234.7 sq. cm) 
Specific brake loading 14.12 Ibs./sq. in. 
Engine type Piston port two-stroke single 
Bore and stroke 3.23 x 2.95 in. (82 x 75mm) 
Piston displacement 24.2 cu. in. (396cc) 
Compression ratio 
Carburetion 
Air filtration 
Ignition 
Bhp @ rpm 23.23 @ 6500 
Torque @ rpm 20.00 @ 6000 
Rake/Trail 30°/5.6 in: 
Mph/1000 rpm, top gear 
FAUCINCA DAILY: smantnscdteast eesemainaceeees torre 2.4 gal. (9 liter) 
Oil capacity 2.5 pt. (1.2 liter) 
Transmission oil capacity 1.25 qt. (1200cc) 
Electrical power Flywheel ac generator 
Battery 12v-5ah 
Gear ratios, overall (1) 16.886 (2) 10.501 
(3) 8.395 (4)7.080 (5) 5.964 
Primary transmission Spur gear 2.956 
Secondary transmission Ye x Vv #525 D.I.D. 
chain 2.5 
Wheelbase 56% in. 
Seat height 
Ground clearance 
Curb weight 
Test weight 
Instruments Tachometer, speedometer 
Sound level (California Standard) 82.5 db(A) 
Standing start %-mile 16.154 seconds, 
77.78 mph 
Average fuel consumption 25.23 mpg 
Speedometer error Ind. 30 mph = 26.33 
Ind. 60 mph = 53.92 
































Corrected Rear Wheel Horsepower 


Test Conditions: 
Barometer 29.97 
Temperature 
75° F dry 64° F Wet 
Correction Factor 


1.038 
Date of Test: 


6/19/74 
As Tested on | 
the Webco Dyno 
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curves could almost be duplicates with the 
XL revving higher and the Apache pulling 
down lower. Other interesting similarities 
show themselves on Cycle’s specification 
charts. At 317 pounds (wet), the Apache 
weighs in at a mere two less than the 
XL350. Quarter-mile times are very close. 
The XL is only .37 seconds slower and 
has the same 77-plus mph terminal speed. 
The gutty performance of the Apache 
makes it an outstanding trail bike engine. 
With all of the get-to-the ground muscle 
of a four-stroke, the TS400L is unques- 
tionably the nicest and most civilized 
off-road engine in the big-bore street/trail 
machine field. With a moderate 23.23 
horsepower the Apache can’t match 
ponies with the Maico 400 Qualifier’s 
31.42. But then the Apache wasn’t built up 
from a motocrosser. Rather it’s been de- 
veloped as a piece of street oriented 
equipment. The Apache performs with 
complacent civility—very appealing to the 
tyro big single rider. There’s no sudden 
power surge or explosive, front wheel 
lifting reaction when the throttle is dialed 
wide open. The engine pulls like a loco- 
motive. It’s totally predictable and excep- 
tionally smooth under load. The Apache 
pulled Webco’s dyno with greater 
smoothness (absent chain lash and buck- 
ing) than any over-250 two-stroke to date. 
In the dirt this type of smooth and 
predictable acceleration invites the rider 
into climbing, uphill sandwashes and 
goop-filled bogs. Fire roading with the 
Apache’s engine torque is very enjoyable. 
Downshifting just one cog going into turns 
gives the rider full power control through 
a corner while still delivering surprise- 
free acceleration coming out into the 
straightaway. Its easy to manipulate en- 
gine performance. For the rider who’s just 
getting onto his first really big dirt bike 
the TS400L Apache engine is perfect. 
The gearbox and clutch are tremen- 
dously strong units. It would be difficult 
to imagine anyone being able to need 
more clutch in any dirt bike engine. The 
transmission, with its two new gear ratios. 
is still too closely spaced between cogs. 
With a near-flat 4000-rpm torque band. 
the higher gears could be stretched out 
further and the lower cogs brought down 
some without appreciably harming power 
loss between shifts. As is, first gear, with 
stock secondary sprockets (40/16 T). is far 
too tall for anything but level dirt roads 
and street riding. A smaller 15-tooth 
countershaft sprocket would aid low speed 
plonking. At 55-plus highway speeds the 
gutsy engine is spinning 4400 rpm and 


could easily pull along just as easily if 


turning much slower—say 3500 rpm. 

Operation of the controls is easy and 
straightforward. All of the light switches 
are located within thumbs reach. The horn 
and kill buttons are matching left and 
right controls that also function at the flick 
of a thumb. The key switch is in a clumsy 
location under the gas tank: it could have 
been more conveniently placed in the 
OCTOBER 1974 








Vibration shakes the instruments. Far too much front end weight ruins already poor dirt stability. 
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The locking gas cap doesn’t leak. Riding range is only 60 miles. 


console center. The clutch and gearbox 
operate with minimal effort. 

The strong 12-volt electrical system 
produces the best lighting of any dual- 
purpose bike made. The huge headlamp 
and bright turn lamps equal the output 
of any street bike. The re-designed tail 
light has a shamefully dim running light 
although the brake lamp is quite bright. 
The ignition spark is very strong and as- 
sures foul-free running at low speeds. 

Here the good aspects. all of which are 
exceptional, of the new TS400L Apache 
end. In their redesign Suzuki engineers 
have somehow failed to build a good dual 
purpose. street/trail, on-off road enduro 
bike. They re-engineered the old 400 
Apache (a really good dual purpose. street- 
trail machine) into.something far less. 

The change to the double cradle chassis 
has not improved either the street or dirt 
manners of the Apache. In fact both are 
noticeably worse. The old Apache’s forte 

(Continued on page 98) 
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® The off-road cross-country motorcycle 
racer is the most totally devoted competi- 
tion rider in the world. Racing every 
weekend for many hundreds of miles for 
trophies, single-digit number plates and 
scanty dealer sponsorships keeps them 
honorable amateurs who happen to be 
deadly serious about winning. Flash a 
little bit of money in their faces rather 
than the usual marble-based plastic trophy 
and these youthful gladiators will wrestle 
a rabid polar bear as long as it has han- 
dlebars and can be shod with knobby tires. 

The arena for this group of racing spe- 
cialists is the desert vastness of the south- 
west United States and upper Mexico. 
These millions of square miles are abso- 
lutely laced with old dirt mining roads, 
wagon paths, mission trails, power line 
rightaways, and dry stream beds that pro- 
vide unbelievable racing challenges. And 
the true Mecca of off-road racing is Baja, 
where the challenge is the land itself and 
the prize is not only money but prestige. 
The only parallel in international news 
fame to winning a big money Baja race 
for motorcycle racers is Daytona, which 
is more intense but not as much fun. 

In the 1968 Mexican 1000 race Larry 
Bergquist and Gary Preston became the 
only motorcycle riders to win any of the 
big Baja races outright, beating all the 
cars. They ran from Ensenada to LaPaz, 
850 miles that year, in 20 hours, 38 min- 
utes averaging 41.2 mph on their factory 
backed Honda 350 twin. But this may have 
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served only to infuriate the four wheel 
competitors, as the subsequent evolution 
of Baja race cars, jeeps, trucks and buggies 
left the dirt bike, still virtually unchanged, 
back in the pack in all the following Baja 
races—until now. 

For this race, the SCORE (Short Course 
Off Road Enterprizes) Baja Internacional 
400, Husqvarna came prepared to do bat- 
tle with anyone as never before. Even with 
Heikki Mikkola’s phenomenal success on 
the Grand Prix circuit this year, Husq- 
varna’s reputation as a formidable racing 
power rests on cross country race victories. 
Husqvarna’s lack of prowess in recent 
years in motocross, professional and ama- 
teur, is a puzzle as they dominated the 
sport in its early years. Their 125s handle 
great but lack power and dependability; 
the 250s just never could cope with the 
fierce competition in their class and the 
400s are a favorite of desert racers only. 
The 450 was a disaster. 

Husky wins in Baja because of its rid- 
ers, best in their field, and its eccentric, 
independent and truly incredible team 


Young gladiators Bakken and Mayes scored their 
second Baja win—this time overall. 











manager for the big-money off-road races, 
Claes Nilson. Claes’ involvement with 
Baja is one of personal and professional 
passion—a driving compulsion to win at 
any cost. Under his direction Husqvarna 
has completely dominated Baja victories 
for the past four years. But this race was 
by far the greatest and most convincing 
sweep of all. Here’s how it happened: 

Baja big-money racing was virtually at 
an end after the Mexican politicians threw 
out Ed Pearlman’s NORRA a year ago. 
NORRA had started the Mexican 1000 
and 500 races and ran them successfully 
until it all sank in the Baja political quag- 
mire. Greedy individuals, both American 
and Mexican, saw the races as easy money 
but mismanagement of entry fees and 
charity funds resulted in lengthy delays 
before finishers were paid. By their second 
race, this year’s Baja 500, entries shrank 
to one-tenth of NORRA’s draw. 

Mickey Thompson’s SCORE, made up 
of ten off-road racing groups, was brought 
in by the Governor of Baja Norte at the 
request of hungry merchants. SCORE was 
asked if they could get racing back on its 
feet again in Mexico. It could, and did. 
Superb promotion, excellent course 
layout, guaranteed prize money and a 
large contingency program brought in a 
whopping 372 total entries, 61 of them 
motorcycles. The prize money was to be 
50% of the purse for each class. Entry fee 
was $350 per vehicle. Ten entries in one 
class meant half the entry money, $1750, 
came back to the top finishers. The mo- 
torcycles have three classes under 
SCORE’s rules: 125cc, 250cc and Open. 

The course was said by all the riders 
to be the best thought out and one of the 
fastest they had yet seen. Only 3 miles 
of the entire course were paved. The roads 
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In the 14 prior Mexican off-road races a motorcycle has been overall winner only once. The 15th race had 
a new promoter, a new course, no politics and a bike took home all the marbles. By Dave Holeman 
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ranged in make-up from weaving, smooth, 
sandy, high-bermed, flat-out, fifth gear 
cross-country dreams to gravel-coated, 
off-camber, slippery, third-cog. half- 
throttle heart-stoppers. The start and fin- 
ish were at Ensenada, which is on the 
Pacific coast of Baja 75 miles south of the 
border. The route ran out from the very 
center of Ensenada, up a dry wash, 
through a cardboard shanty-town and to- 
ward the center of the peninsula. 

The terrain varied from talcum powder 
dust bowls to high altitude logging forests 
to barren desert to ocean beach to rain 
soaked canyons. The course was notice- 
ably less severe than those for most other 
Baja events and nothing like many of the 
brutal Mint 400 races. The motorcycle 
survival rate was correspondingly higher, 
with 44 finishers out of 61 starters. As a 
comparison, 72% of the bikes finished 
while only 43% of the cars made the 380 
miles. What the course lacked in severity 
of terrain it made up in grueling speed. 

Every minute two vehicles left the start- 
ing line ramp at the same drop of the flag. 
The motorcycles started 90 minutes ahead 
of the first cars to eliminate the two being 
in the same sections at the same time. All 
of the serious entrants and most of the 
also-rans had pre-run the course (permit- 
ted and encouraged in the Baja races). The 
race was run over a marked route—mean- 
ing all the entrants had to stay on the 
prescribed course with no short cutting 
permitted. One exception was a 35 mile 
section along the beach that had a few 
alternates as long as the vehicles stayed 
away from the highway. Policing of the 
course was done by plane and helicopter. 

Before the race started the favorites 
were Mitch Mayes and A.C. Bakken on 
their 400cc six-speed Husky. picked be- 
cause they were the winners of the last 
Mexican 1000 by 3% hours. A newcomer 
to Baja racing in the 1000. where he re- 
placed injured Swede Rolf Tibblin, A.C. 
again partnered with Mayes in the 
SCORE 400. This time Rolf had visa 
problems preventing his travel out of the 
U.S. Mitch and A.C. had the bike. proba- 
bly the best from Nilson’s stable. and they 
had the team experience so necessary for 
equipment survival. 

But other teams in the open class could 
readily slip in for an Open class win at 
the slightest faltering of Husky’s number 
one entry. The Brooks brothers. Cordis 
and Tom, were probably the fastest pair 
teamed in the race on a 352 Bultaco. Odds 
were, with Bultacos’ past record in Baja. 
that they wouldn’t make the distance— 
they didn’t. It blew six miles from the start. 
John Watkins and Todd Martella are rock 
steady fast and long time Baja vets. Riding 
a 400 Husky in place of their big Suzuki 
they again fell victim to rotten luck: com- 
ing into check five at Mike’s Sky Ranch 
fifth gear shucked its engaging cogs. 

Howard Utsey. near-winner of past 
Mexican races, teamed with Mint 400 
victor (with Rolf Tibblin) and motocross 
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Unlikely looking genius, Claes Nilson directs 
Husky’s Baja battle plans and builds the bikes. 
Huskies blew off everyone—cars and bikes. 








A portion of Nilson’s Husky pit in Baja. The fuel 
is special and $1000 of wheels are newly shod. 
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; pE "StS Hopeful after a second in Last year’s Mexican 
: 1000, the Dempsey brothers just couldn't match 
the pace of the Huskies on their immaculate 750 
Triumph. A crash cost them their front fork. 





ace Bob Grossi. Perennial favorite of ev- 
eryone, (including competitors like Claes 
Nilson) were the bear-like Dempseys, 
Gene and Sam, on their beautiful 750 
Triumph twin. Oldsters Dick Vick (43) 
and Niles Ussery (37) were probably the 
toughest and steadiest pair in the race. 
None of these teams are absolutely the 
fastest but they seldom make mistakes. If 
the leaders sneeze or blink their eyes at 
the wrong time these veterans will be right 
there. They know how to capitalize on 
mistakes or errors in judgment. 

While Husqvarna completely domi- 
nated the open class in both entrants and 
finishers. the 250 class had not one Husky. 
There were only two real strong 250cc 
teams in the race and most people figured 
both would break. Baja has been fatal to 
most 250 Elsinores and Pentons in the 
past—especially to their gearboxes. Pegged 
the fastest were Al Baker (a part time test 
rider for Kawasaki product research) and 
Steve Holladay; both very quick, both 
hard on equipment. They were on one of 
the very rare American Honda-sponsored 
entries that we've seen in these races; an 
Elsinore prepared in their motocross de- 
partment. The other fast team on a private 
250 Penton was that of Mark Adent and 
Bob Messer. 

The small bike class entry had most of 
the known, running 125cc Huskies in the 
country. Four were entered, and somehow 
all finished. The race oddsmakers had the 
contest as being Husky’s Mickey Quade 
(previous Baja winner) and Nils Arne 
Nilsson (motocross champ) against the 
winners of the last 1000 on their 125cc 
Elsinore once again, Preston Petty and 
Dick Miller. 

Because the race is more against the 
clock, elapsed time, than the rider in front 
it’s critical that the favorites know just how 
fast a pace to run. If they go a notch too 
fast theyll break the machine or fall: if 
they go a notch too slow they lose to the 
sleepers and veterans. It’s a game of in- 
iia. credible precision—pacing is the unknow- 

able but vitally important factor. 

Mayes, the favorite, decided to set a 
ail = oe pace to the rider change-over point just 
: uae like he was riding one of the longer 1000 
mile races. He was relatively confident 
that faster teams like the Brooks brothers 
would break or fall while he remained 
quick enough but mechanically secure. 
The rider changeover stop was 190 miles 
out at a village called Camalu and having 
left on the ninth minute (riding number 
18) Mayes was at check three, 145 miles 
into the race, before he received any con- 
firming report on his competition. 

Mayes was stunned by a radio report 

i that he was four minutes (about three 


Leaving Mike’s with a scant 1.2 second deficit, A.C. Bakken holds the throttle WFO. miles) in arrears to an unknown rider 
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named Steve Sterner, also on a 400 Husky. 
Not wanting to give Bakken a deficit to 
make up, Mayes unleashed a maximum 
effort for the 35 mile beach stretch into 
Camalu. The unknown, Sterner, (a desert 
racer from Southern California) had 
played another game called WFO (Wide 
Freaking Open) and caught the favorites 
with their leathers down. 

Husky’s central pit was at Mike’s Sky 
Ranch, 55 miles past Camalu. as were 
most other factory teams. both bikes and 
cars. Radio communications were fairly 
good and all of the motorcycle crews lis- 
tened anxiously to the checkpoint arrival 
times. Interest in the reports turned to 








shock when the word came over that Mr. 
Nobody, Steve Sterner, had such a sub- 
stantial lead. Claes Nilson was quite ap- 
prehensive about the privateer as he real- 
ized that Mayes might get rattled about 
his deficit, banzai it and crash. Claes’ 
reaction, in his strong Swedish drawl, to 
Sterner’s motocross pace was, “He’s 
(Sterner) going too godamn fast. He 
make Mitch break my modocycle.” 
With considerably more pre-running 
experience to feed on than Mayes, Sterner 
took a legal short-route into Camalu that 
Mitch somehow missed. As seen by the 
patrol plane, this route can gain three 
minutes for a motorcycle over the road 
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taken by Mayes. There was no question 
that Mitch was faster than Sterner, but 
Steve’s better planning allowed him to 
arrive in Camalu still in the lead. 

When word came over the radio about 
the standings at Camalu the crowd was 
still stunned that Mayes, now riding WFO, 
could only pull two minutes off Sterner’s 
lead. With the riders changing to A.C. 
Bakken on the factory Husqvarna and yet 
another unknown, Danny Robinson, on 
the leading private 400 Husky six-speed at 
Camalu, Claes then expressed concern 
that A.C. would over-cook it trying to 
make up the last two minutes. Claes said, 
“I just hope dis Robinson ain’t so godamn 
fast as Sterner.” 

The 56 mile route into Mike’s Sky’ 
Ranch from Camalu was just a sprint for 
the second half riders because of a man- 
datory 60 minute layover there. The 
layover was to prevent two way traffic on 
the section east of Ensenada with the early 
bike entries and late car starters. A.C. 
Bakken let it all hang out and came into 
Mike’s with a deficit of only 1.2 seconds! 

With the unknown privateers trom 
Competition Cycles of Vista (Calif.) vir- 
tually tied with the factory team, they each 
had an hour at Mike’s to go over the bikes 
for the remaining 135 miles. Just behind 
these speedsters the rest of the race was 
equally exciting though not as well or- 
dered. The battle for the 250 class win 
initially appeared sewn-up for Al Baker 
on the factory Honda Elsinore. At the first 
check, 50 miles out, he had pulled away 
6.01 minutes, almost six miles, on Mark 
Adent on a 250 Penton. Nobody else was 
really in the hunt. But things changed 
drastically at checkpoint two when Baker 
suddenly fell 2.99 minutes behind Adent. 
Mark had made up the six miles, plus 
another for good measure. Adent kept on 
stretching out his lead and when the Pen- 
ton reached Mike’s it had 13.99 minutes 
on the Elsinore. 

Everyone foresaw a tremendous battle 
between Nilsson and Quade on their fac- 
tory 125cc Husky (if it didn’t break) and 
the Elsinore ridden by Preston Petty and 
Dick Miller. In a shattering of expecta- 
tions Petty first lost five minutes when he 
drowned the engine in a mudhole before 
the first check, and his ride was concluded 
a hundred miles later when the crankshaft 
end broke off at the magneto taper. 

Re-starting from Mike’s was done with 
electronic clocks precisely 60.00 minutes 
after each rider’s arrival. The distance 
from Mike’s to the finish was the faster 
portion of the race, with the bikers 
averaging from 46 to 52 mph between 
sections. Again the race between Bakken 
on the factory Husky and Robinson the 
unknown privateer continued. A.C. was 
confident when he left Mike’s that he 
could stretch out a comfortable lead over 
Robinson because of the two minutes he 
made up out of Camalu. However, as the 
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@ In the last two seasons it has become 
obvious that the current four-stroke ma- 
chines in American motorcycle roadracing 
have no chance against the two-strokes. 
Some people feel that an unfairness is 
being perpetrated, and this inequity 
should be corrected by new rules. But 
there’s another viewpoint. The present 
one-sided affair in racing is not so much 
a result of inherent advantages of the 
two-stroke principle over the four-stroke 
one as it is of the financial or technological 
unwillingness of the four-stroke makers 
to build equipment on a par with the 
two-strokes. 

A close examination of a high quality 
four-stroke design confirms this view. The 
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CR-72 Honda is one showcase for the 
innovations created in Honda’s rapid rise 
to international racing glory in the 1960s. 
The machine is a Honda production racer. 
It isa 54 x 54mm, dohc 250 cc twin. giving 
a claimed power of 40 bhp at 12.000 rpm. 
It took Honda three years of trying 
before they won their first world champi- 
onship (the 250 in 1961) in international 
roadracing. But after that, with a dizzying 
display of mechanical virtuosity, they won 
again and again with twins, fours, fives, 
and even a six cylinder machine. 
Traditional fans were horrified to see 
their Italian icons smashed by newcomers. 
and chauvinistic things were said to the 
effect that the Honda machines repre- 
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sented nothing new, that they were just 
refined copies of Gileras, MVs, or Guzzis. 

At the same time. a new group of racing 
aficionados was growing up, who watched 
the Japanese successes with almost reli- 
gious awe. who collected every scrap of 
information about the Honda machines. 
and who learned the novel magic phrases, 
Four valves per cylinder, Eight speed gear- 
box, Seventeen-thousand rpm. 

A new tradition was created: millions of 
people learned the Honda name, bought 
the street machines, and came to believe 
in the invincibility of Honda’s four-stroke 
engine technology. 

I was among those millions. I pored 
over catalogs and magazines, compiling 








notebooks full of statistics, measurements 
made from pictures, impressions by 
Honda team riders, anything at all that 
would help get me closer to knowing how 
they did it. 

I even tried to race Honda street ma- 
chines fashioned into racers, but learned. 
as so many did. that when Honda means 
a machine to be a street bike, they are 
usually right. Racing interested me more 
than brand loyalty, so I turned away from 
the Hondas to the new and available Ya- 
maha production racers. 

In the early sixties, when Honda success 
was still new, the company made a 
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number of high rpm. dohc 50 and 125 ce 
production racers. These made a niche for 
themselves in club racing. but were well 
below standard for international racing. 

Much smaller numbers of 250 and 305 
twin-cylinder production racers were built. 
supposedly to provide rides for Honda 
teamsters in non-international events. 
These were sold to the riders at season’s 
end, and they then filtered into the hands 
of the public. They weren’ta great success. 
Handling was poor though power was 
considerable. Parts production for these 
models ceased in 1965. so it became nec- 
essary to “know the right people” to get 
spares. Gradually the machines dropped 
out of circulation. 

Apart from this. the big CR’s can be 
looked at in another way. Twelve- 
thousand rpm from a 54 x 54 mm engine 
translates to 4250 fpm piston speed. a very 
high figure by any standard. 

Forty horsepower from a 250 is ho-hum 
in this age of 50 bhp Yamaha twins, but 
consider this: double up this twin into a 
500 four and you have 80 bhp. a figure 
that is almost competitive today. Treble 
it into a 750. and you have the staggering 
sum of 120 bhp, a number that our present 
day “Formula 750° machines have yet 
been able to reach. 

Surely then four-stroke technology is far 
from dead if a thought-experiment with 
a ten-year-old design can come up with 





horsepower that’s competitive today. 

A six-cylinder 750 would be costly, even 
if the new rule were adopted. requiring 
only 25 machines for AMA approval. but 
one should remember that Benelli is going 
ahead with plans to market a six-cylinder 
street machine. 

Let’s look at the numbers. The formula 
relating bhp. bmep. rpm. and dis- 
placement is: 

Bmep x Rpm x Displacement 
Bhp= a a 





Constant 


If we have 40 bhp at 12.000 from a 250 
engine, the bmep (brake mean effective 


pressure) must be 175 psi. This is a good 
figure today. but not an outstanding one. 
The apparent ceiling for unsupercharged 
four-strokes on gasoline is about 200 psi, 
the bmep of the current Cosworth GP car 
engine. (450-460 bhp @ 10.000 rpm from 
3000 cc) This car engine is water-cooled, 
fuel injected, and CDI-sparked, all things 
that the CR-72 is not. 

Therefore you can see that this is still 
a very refined piece of hardware. not to 
be scoffed at in any sense. Someone may 
point out that Norton’s famous Manx 
engine could come very close to a 200 psi 
figure in a good example. That’s true, but 
there was a sacrifice made to get it. The 
Manx has very pronounced “megaphon- 
itis.” that narrowness of powerband that 
comes from heavy dependence on wave 
action in the inlet and exhaust pipes. on 
long cam timings, and on large overlap. 

The Manx has been around for a long 
time. Was Honda missing something. or 
were they working the compromises some 
other way? Honda’s way was a very dif- 
ferent one, as we shall see. 

Among my notes from that period ten 
years ago are graphs showing the advances 
in bmep made by each of the great racing 
companies, year by year. Honda’s “prog- 
ress report” is unique, because the figures 
rise. then actually fall! The rise takes place 
in Honda’s early period, from the begin- 
ning until their first GP win, as the de- 
signers searched out the answers to basic 
engine problems. This we can understand. 
but why do the figures drop through the 
classic years, 1963-1966? Isn’t progress sup- 
posed to be steady? This brings us to the 
central point, the basis of Honda’s racing 
design philosophy. 

When bmep is raised to the highest 
possible level, through the use of strong 
pipe tuning and long valve timing, the 
torque curve shows the resonance peaks. 
and becomes steep. Instead of doing this. 
Honda settled fora somewhat lower bmep 
in order to get the desirable flat torque 
curve that makes for a very rideable racing 
motorcycle. Then how did they get the 
horsepower back, after “throwing away” 
bmep? By raising rpm through cylinder 
multiplication. 

Since peak rpm is roughly limited by 
stroke length, then if the displacement is 
held constant. and the number of cylinders 
is increased, the stroke of each will be- 
come shorter, and rpm capability is raised. 
The final statement of this philosophy was 
the 250cc six-cylinder racer, capable of 
some 19.000 rpm and over 60 bhp. 

It sounds easy. It wasn’t. 

Anyone who has worked with racing 
four-strokes is all too familiar with the 
problems of high rpm. Piston rings break. 
Rods stretch and snap. Bearings fail. 
Valves float and bend. Honda had their 
work cut out for them. but these were 


problems of machine design, not gas flow. 


Thinner rings. better materials and de- 
signs whittled away the peripheral prob- 
lems, leaving a classic vicious circle as the 
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outstanding and central problem—valve 
gear design. 

The gas flow people want the valves 
to open and close as rapidly as possible, 
to reduce throttling and losses in the port 
throats. The mechanical engineers want 
to do it gradually, since rapid opening and 
closing means violent accelerations that 
bend and break parts. as well as tossing 
the valves right off the cam profile—the 
familiar phenomenon of valve float. Ob- 
viously. longer valve timings give more 
time in which to perform “the required 
accelerations and decelerations of the 
valves: but these. in turn. make the engine 
dependent on pressure waves in the pipes. 
and the power curve gets steeper. 

Up to the point that the parts are no 
longer strong enough to take it, stronger 
springs can be used to control float. but 
at a cost in cam and tappet wear. 

The first choice was obviously overhead 
cam operation of the valves, since this did 
away atone stroke with heavy rocker arms 
and push rods. but this was by itself no 
guarantee of success. The MV 500 four 
of this period was a dohc motor of the 
latest design. but had only a 300 rpm 
safety band beyond the power peak. so 
that the rider had to be a genius with the 
throttle to prevent destructive valve float. 

Constant trouble with valve gear no 
doubt motivated the Honda development 
team to look for a complete solution that 
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would put these troubles behind them 
once and for all. 

Airflow experts in England had proved 
that one large inlet valve could flow more 
air than two smaller ones. for a given 
cylinder size. so no one bothered about 
the archaic four-valve-per-cylinder idea 
any more 

This “proof.” however. had come at a 
time when the chief limit to engine speed 
was crankshaft bearings and piston rings, 
so the Honda engineers. already having 
developed suitable rings and bearings. 
gave the four-valve idea another look in 


the light of their new requirements. 

It turned out that the reciprocating 
weight of the two smaller valves was less 
in proportion to their airflow capacity 
than that of a single larger valve. A four 


valve engine might suffer a small loss of 


breathing efficiency as compared to a 
highly refined two-valve design. but the 
extra rpm capability of the four-valve 
configuration would more than overcome 
this. The provision of a separate cam lobe 
and tappet for each valve alleviated the 
wear problem, so that proportionately 
heavier springs could be used. 

Other benefits appeared along the way. 
There is no proper place in a two valve 
head for the spark plug. To equalize flame 
paths to all parts of the cylinder and so 
safely use high compression without deto- 
nation, the plug must be in the center of 
the chamber in the way of the valves. The 
four-valve arrangement. however, has a 
nice little nest for the plug right in the 
exact center. 

With the improved relationship be- 
tween flow area and valve weight, the 
valve stem could be made much longer 





in proportion to the valve head. This made 
room for a long valve guide that would 
permit prolonged operation at high speed 
without developing excessive clearance, 
poor valve seating. and leakage. More 
importantly. it made room for the inlet 
pipe to make a much more gradual turn 
as it approached the valve throat. The 
abrupt turn before the valve is at the heart 
of many four-stroke engines’ low bmep 
problems. so this one benefit erased the 
last vestiges of truth from the old “proof” 
of two valves’ superiority to four, and 
Honda was on its way to its “total solu- 
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Valve Position, Velocity, and Acceleration 


1: CR-72 intake valve acceleration (which A: Peak upward acceleration Peak deceleration 
is the slope of the velocity curve). 2: CR-72 of the valve is reached here, is same as in A. 
intake valve velocity (which is the slope of and is 1575 Gs at 12,000 rpm. 

the lift curve). 3: CR-72 exhaust valve lift. 
4: CR-72 intake valve lift. 5: Stock, CB-72 
intake valve lift curve. Maximum valve ac- 
celeration of 880 Gs occurs at 9500 rpm. 

















B: This portion of the velocity C: Peak downward, or spring- 
curve is flat because the velo- controlled acceleration of the 
city on the clearance ramps is valve is reached here, and is 

constant. 525 Gs at 12,000 rpm, or % of A. 
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Each individual dot represents a Honda engine at a certain 
stage of its development. The solid line is there only to make 
the trend clearer: Although some of the post-1961 designs 
continue to show increases of bmep, the newer designs, such 
as the 250 six, tended to start low, and work up. Also, gener- 
ally, the smaller the cylinder size, the lower the bmep from 
considerations of engine friction alone. 
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How to make 
your bike 
more bike 
with Kendall... 


| 

| D Kendall GT-1° Special 

| Motorcycle Oil goes here, 
whether it’s a 2- or 4-cycle job 
(there’s a separate formulation 
for each—both made from 100% 
Perinsylvania Grade Crude— 
where real performance 
comes from). 


D Kendall Chain Lube goes here 

to give you many hours of low 
wear, trouble-free perform- 
ance. It’s special tacky 
formulation prevents throw-off. 


| @ Kendall CML-260° is applied 

| here. It’s outstanding for spot 
lubrication, loosening tough 

| nuts and removing moisture 
from electrical systems. 


| Why Kendall? For the very simple 
reason you'll get top performance 
everywhere. 


| Do Your 
Engine a Favor... 


KENDALL 


| MOTOR OILS 





KENDALL REFINING COMPANY, 
Division of Witco Chemical Corporation 
Bradford, Penna. 16701. 
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tion” of the valve gear problem. 

Of course. the other engine problems 
were being worked on at the same time. 
such as the correct relation of bore area 
to valve area. cam timings. port throat 
design, carburetion. and exhaust system 
design. The advantages of the four-valve 
layout were masked from public view by 
general lack of maturity of other design 
features. so that Honda’s winning Mt. 
Asama racer of 1959 was regarded only 










HONDA CR-72 
PRODUCTION RACER 










Engine LV DO emcee cee Four stroke 
twin, 180° firing, DOHC with four valves 
per cylinder. 

Bore & stroke onomea 54 x 54mm. 

eee 40 bhp @ 12,000 
Se eee 8000-12,000 rpm, 
with a safety zone of 1500 rpm extra. 

Primary OLNE socias Spur gear, 
19-63 (3.31:1) 

Transmissio tennen Six speed 
constant mesh 

Gear ratios .................. (1) 1.843 35/19, 
(2) 1.454 32/22, (3) 1.200 30/35, (4) 
1.078 28/26, (5) 1.000 27/27, (6) .965 
27/28. 

Rpm drop @ upshift ................ (1) 27%, 
(2) 21%, (3) 11%, (4) 8%, (5) 4%. 

Ignition .......... Energy transfer magneto, 
two sets of points, one sparkplug per 
cylinder. 

Carburetion................ Two Keihin 29mm 
smoothbore, dual-cable operated. Main 
jet +110, jet needle RH3, Needle jet 
2.6mm airbleed type, air jet +250, pilot 
jet #55, cutaway 2mm, float valve 
2.5mm. 

OUP DUTT eiee Twin gear type, 

low volume, supplying engine and 

transmission. 





































Valve diameters ................ Inlet 23.6mm, 
exhaust 22.0mm. 

Port throat diameters ........ Inlet 21.0mm, 
exhaust 18.7mm. 

VI VOTE rocne enon Inlet 7.0mm, 
exhaust 6.0mm. 

Valve springs .............. Dual, 70-80 Ibs. 
on seat, 120-130 !bs. open. 

Valve overall length ................. 100mm. 

Valve guide length ...................... 55mm. 

Valy WIG IIE siinne 26.9 gm. 






(With retainer, keepers, tappet, and 1/3 
of spring weight 79.6 gm.) 






as a curiosity in the western press. Its 35 
bhp at 14.000 rpm was creditable. it was 
conceded. but the use of four valves per 
cylinder showed that the Japanese were 
still in the dark about engine design. 
Two years later, the Hondas began to 
win repeatedly with four-valve racers and 
it was clear that the Western designers 
must be the ones in the dark. It wasn’t 
long before they, too, were working with 
four valves. At this present day, most 

















THE MORE YOU 
KNOW ABOUT 
FAIRINGS 
THE MORE 
YOU'LL WANT 
A WIXOM. 





Wixom’s 

Fairings for Honda 500’s 
— 750 Fours and other 
popular street and 
touring mo- torcycles are 
the world’s best. They 


are carefully sculptured of fiberglass 
utilizing special resins which absorb 
vibration and shock. Stress areas are 
carefully engineered and reinforced. 
Our fiberglass is strong and it’s 
repairable. Beware of other so-called 
space age “‘wonder materials” that 
can’t withstand vibration. 


When Wixom introduces something 
new, it will be done right! Thousands 
of satisfied Wixom owners since 
1965 have told us their fairing has 
outlived their bike! 


When you find out the facts about 
fairings — you’ll want a Wixom. 


Write today for 
catalog and decal 
$1.00 ppd. 


WIXOM BROTHERS, INC. 
1637 East Burnett Avenue 
Dept. C-1074 
Long Beach, California 90806 
(213) 426-0485 
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serious four-stroke racing engines de- 
signed as such use the four valve concept. 

Finally Honda refined the design to the 
point that they no longer needed very long 
cam timings and large overlap. The im- 
proved flow characteristics now allowed 
acceptably high bmep without recourse to 
strong tuning of the pipes and resultant 
steep powerband. 

By 1965. Honda engineers were ready 
to deliver a paper before a meeting of the 
Society of Automotive Engineers, in which 
they guardedly declared that Honda now 
had a “design manual” which enabled 
them to design confidently any size cylin- 
der on paper. then build it and know that 
it would be close to optimum without 
development. 

The CR-72 production racer was built 
with the benefit of all this new knowledge. 
It has four very long stemmed valves in 
each cylinder—two 23.6mm inlets and two 
22.0mm exhausts. More than half of their 
100mm length is supported by bronze 
valve guides. Each valve is urged to its 
seat by two nested springs. giving some 
120 Ibs at full lift. with 75 on the seat. 
Located above each valve is a cylindrical 
tappet which, although hollow, is closed 
on both ends. One end is the flat rubbing 
surface for the cam lobe to act on. while 
the other has a small projection that bears 
against the end of the valve stem. Operat- 
ing clearance is adjusted by grinding this 
projection, or by selective assembly, since 
there are no adjusters to loosen, and no 
shims to drop out. These tappets are car- 
ried in pairs in bronze tappet guide blocks 
which are screwed in place after the valves 
and springs have been installed in the 
cavities below them. Spinning in four 
special close-clearance ball bearings. the 
cams are located directly over each set of 
four tappets, and are driven by a train 
of straight-cut gears from the crank center. 

The valve timing is remarkably short, 
but there is ample valve area to make up 
for it. The ratio of piston area to inlet 
valve area is 2.62. After a 12 inch/sec 
clearance ramp about 20 degrees long, the 
inlet valve shows significant lift at about 
50 degrees bide, shoots quickly to its full 
7.0mm lift, then drops to the closing ramp 
at about 60 degrees abdc. 

Valve motion has two significant 
phases. As the valve is accelerated up- 
ward. the accelerating force is provided 
by the cam. When the valve has reached 
its maximum upward velocity, there is 
only the spring to provide the force to slow 
and stop it at the top of its lift. then start 
it downward. accelerating it to the maxi- 
mum closing velocity. In -this. the 
spring-controlled phase. the spring must 
supply enough excess pressure to keep the 
valve and its tappet pressed firmly against 
the cam lobe. preventing valve float. Fi- 
nally, the cam-controlled phase takes 
over again to slow and ease the valve onto 
its seat. 

Since the cam draws its power from the 

(Continued on page 113) 
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PERFORMANCE? 


Then look to Bassani, the name that has become synonymous with performance and quality in 
motorcycle exhaust systems. Bassani has perfected the 4-into-1 collector system. You want all 
the power and economy your machine will deliver and these systems are designed to do that, 
plus fit in such a way as to not drag while cornering. Each Bassani system is a matched and 
numbered set to insure easy installation and perfect fit. The slow tapered megaphone is a glass 
pack mechanical baffle type muffler that has a deep mellow exhaust note. Bassani 4-into-1 
collector systems are available for immediate delivery to fit the Honda CB and CL 350, Honda 
CB 500 and 550, the Honda CB 750 and the Kawasaki Z-1 900. 


Send 50¢ for brochure. 


Bassani. 


Manufacturing 
QUALITY & PERFORMANCE 3726 E. Miraloma, Dept. C Anaheim, California 92806 
WITHOUT COMPROMISE (714) 630-1821 





WHY STRETCH! 


Tired of Bending Over? Then sit back and 
relax on your bike with a pair of 


SET BACKS 


Move your handlebars back where you can 
reach ‘em. Yes, move ’em back over 2 
inches without changing cables or hoses 
in 30 minutes! 


FITS HONDA YAMAHA 
SUZUKI KAWASAKI BMW 


Send only $12.95 plus .50 postage to 


CREATIVE ENTERPRISES 
Box 13640, Fort Worth, Texas 76118 


State Make & Mode! 
Texas res. add 4% sales tax. 




















® For better and for worse, in every way 
that counts, Kawasaki’s 750 triple is a 
genuine post-mesozoic dinosaur: uniquely 
and irrepressibly profligate, magnificently 
brutish, and irretrievably trapped in an 
evolutionary cul-de-sac. Given the cir- 
cumstances of its creation the Mach IV 
could hardly have been anything else. as 
it assumed form when most of us still 
believed that general incivility could be 
justified by straight-line performance if 
the latter was somehow raised to sheer. 
eyeball-flattening proportions. We were 
enchanted with muscle, and our enchant- 
ment prompted Kawasaki to attempt 
building a Superbike to end all Super- 
bikes—which is a fair description of what 
they did. The Mach IV made us turn 
toward a more balanced kind of perfor- 
mance, and thus assured the future of 
machines like the exquisitely contrived 
Kawasaki Z1. But in doing that we may 
have moved where the big two-stroke 
triple cannot follow, the ultimate per- 
former in a world where people no longer 
worship just performance. 

There’s a new Mach IV these days, and 
it has been improved. But for all the 
change the improvements have worked in 
its fundamental character they might as 





It seemed 
like a 

good idea 
at the time. 
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well have been giving tyrannosaurus rex 
a shot of underarm deodorant and a flea 
collar. The problem here is that while the 
improvements are subtle, the motorcycle 
is not. Fuel economy has been improved. 
so you get a solid 26 mpg average instead 
of the original 23 mpg and the bike still 
is very far from being a gas-miser. Thirsty 
it was and thirsty it remains. New mufflers 
have kept the Mach IV within the statu- 
tory noise limits. but only marginally at 
86 dB(A) and may have something to do 
with both the slightly reduced fuel con- 
sumption rate and a small reduction in 
performance. Yes, that’s right: the new 
Mach IV isn’t quite as fast as the origi- 
nal—but it still can flatten your eyeballs. 
so you'd have to say it hasn’t really 
changed in that respect. either. When all's 
said and done, the Kawasaki Mach IV 
hasn’t been tamed or civilized at all. 

At the heart of this motorcycle’s obdur- 
ate refusal to become truly housebroken 
is its engine, which has three biggish cyl- 
inders all in a relatively wide-spaced row. 
crankpins spaced 120-degrees apart and 
porting arranged to give power at speeds 
where plenty of it is possible. There. has 
been a sufficiency of propaganda telling 
us that we get smooth, evenly spaced 
power impulses from a two-stroke triple. 
and that much is true. It also is true that 
the layout has a dynamic imbalance. a 
strong teeter-tottering rocking couple that 
makes the in-line three a shaker—though 
not quite as harsh as a vertical twin of 
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the same displacement. So the Mach IV 
vibrates a lot despite the addition of some 
bits of rubber in its engine mounts, and 
it isn’t ever going to be as smooth as its 
smaller three-cylinder brothers because its 
pistons are bigger and move farther. 

The porting? Sure, that could be re- 
worked to improve the Mach IV’s willing- 
ness to plug along at 1500 rpm in Sth gear, 
and its ability to make distance on a gallon 
of gasoline. But such reworking would 
give you engine characteristics just like 
those of the water-cooled but otherwise 
similar Suzuki GT-750—characteristics 
totally out of keeping with the rest of the 
Mach IV motorcycle. Port to your heart’s 
content and the Kawasaki isn’t going to 
be magically transformed into a sweet- 
natured touring floater; all you’d succeed 
in doing is making the beast turn sullen. 

Sullen is the one thing Mach IV defi- 
nitely is not. Quieted and leaned-down 
as it is in its latest permutation the bike 
remains a wheeled rocket. You won't get 
any big surge yanking the throttles open 
when the revs are down, but let the tach 
needle swing past 4000 rpm and the mo- 
torcycle turns into pure animal. 

The Mach IV’s brakes and tires always 
have been a fair match for its acceleration: 
handling in the earlier models left some 
room for improvement and that has been 
made, with a fix that doesn’t strike us as 
being overly imaginative but works well 
just the same. Kawasaki's engineers have 
taken the easy way and simply lengthened 
the Mach IV’s wheelbase. stretching it 
from the original 55.5 inches to what our 
tape-measure says is 57.5 inches with the 
rear axle centered in its adjustment slots. 
It was the easy answer. because they did 
it by making the long swing-arm even 
longer—the reach from pivot-point to axle 
now being 21.75 inches. 

They had a perfect opportunity to use 
the currently popular motocrosser’s for- 
ward-mount shocks, but decided against 
the novelty and added extensions on the 
frame’s seat rails to move the spring/ 
damper units back with the wheel. They 
seem also to have stretched the seat a 
couple of inches in length, which means 
there now is almost room on the perch 
for three-up travel. Kawasaki would have 
done better to widen the seat a ‘bit, as it 
is high-crowned with padding on the firm 
side for motorcycle seats, and a little too 
narrow for the average motorcyclist’s seat. 
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On the other hand. if the new Mach 
IV’s seat was any wider it probably would 
have to be lowered before any but the 
tallest of riders could straddle the bike 
without getting up on tip-toe. One of our 
test riders has legs with a length in the 
98th percentile for American males (by 
actual measurement at the GM Tech 
Center, where it was suggested that a 
motorcyclist also should have his head 
examined) and even this daddy-long-legs 
verged on being too short at the fork for 
the Kawasaki triple. It gives you a very 
long reach from seat to pavement. 

Maybe the tall saddle is a reasonable 
price to pay for one of the Mach IV’s more 
attractive attributes, which is the unusual 
amount of cornering clearance it has. 


Three separate mufflers should get in each 
other’s way: those on the Kawasaki are 
high enough and tucked in closely enough 
to be all but undraggable by any half-sane 
rider. In fact. not even the resident Cycle 
berserker ever flopped the bike down so 
far as to mar the chrome on the twin 
right-side pipes, though he did wear off 
most of the kick-stand extension on the 
bike’s opposite side. 

You wouldn’t have wanted to try any- 
thing fancy in the way of corner-carving 
with the older Mach IV. While Kawasaki's 
750 triple has from the beginning been 
a miracle of cornering stability as com- 
pared with the infamous center-hinged 
500. it would at times do some, well, funny 
little tricks just to keep you alert. There 
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always was a sense of impending trouble 
about the original 750’s handling: a ten- 
dency to do a waver-verging-on-wobble 
in middling fast corners; a vague, rubbery 
feeling that would discourage the prudent 
rider from trying to use all the side- 
clearance and tire adhesion. Some traces 
of that behavior are discernable even in 
the new long-wheelbase bike, but at a 
much subdued level, and without the 
somewhat frightening undertones. Unfor- 
tunately, though the latest Mach IV won't 
put a lot of energy into tickling your scare 
gland neither will it offer you much help 
in keeping itself aimed. The front wheel 
tracks all right at higher speeds; it can’t 
seem to make up its mind in slower 
corners—sometimes falling into the curve 
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Engine 

Speed BHP Torque 
2500 12.33 25.93 
3000 13.84 24.32 
3500 17.13 25.73 
4000 24.64 32.36 
4500 32.89 38.39 
5000 38.83 40.80 
5500 44.62 42.61 
6000 50.75 44.42 
6500 55.72 45.02 
7000 55.72 45.02 
7500 52.81 36.98 
8000 45.31 
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KAWASAKI H2 (MACH IV) 
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Price, suggested retail 
Tire, front 3.25 H-19 Dunlop Gold Seal 
4.00 H-18 Dunlop Gold Seal 
disc; 1:63-x 11.65 in. x 2 
drum, 1.4 x 7.9 in. 
Brake swept area 131.8 sq. in. 
Specific brake loading 4.94 |b./sq. in. TR 
Engine type Three-cylinder, Temperature 80°F Dry 73°F Wet 
r Correction Factor 1.058 
two-stroke, piston-port Date of Test: 8/5/74 
Bore and stroke 2.80 x 2.48 in. (71 x 63mm) AS ested on thelenes DyN 
Piston displacement 45.63 cu. in. (748cc) 
Compression ratio 
Carburetion 3; 30mm Mikuni 
Air filtration Synthetic felt 
Ignition Capacitor discharge 
Bhp @ rpm 100 RPM x 100 
Torque @ rpm 
Rake/Trail 
Mph/1000 rpm, top gear 
Fuel capacity Road Speed 
Oil capacity : : vs Time 


Torque in Foot Pounds 
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Corrected Rear Wheel Horsepower 
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RPMx100 20 


Standing '4-Mile 

















(1) 12.77 (2) 8.64 (3) 6.53 
(4) 5.41 (5) 4.76 
Primary transmission straight-cut gear 
Secondary transmission % x % chain 
Wheelbase 
Seat height 
Ground clearance 
Curb weight 
Test weight 
Instruments speedometer, tachometer, 
trip-meter 
Sound level (California Standard) 86 db(A) 
Standing start %-mile 13.096 sec., 100.33 mph 
Top speed 
Average fuel consumption 
Speedometer error 

















Maximum 








Maximum 
Power rpm 





indicated 55 = 51.04 mph 
Braking force (actual) ...0000..000000oooceeeeeeeeeeeeee .907 G 
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and sometimes needing to be pulled into 
position. There’s definitely something for 
the man holding the handlebars to do 
when the bike rounds your average street 
corner, and it’s seldom the same thing 
from one slow corner to the next. We think 
maybe this uncertainty is linked to the 
combination of a high CG. long wheel- 
base and a steering axis that is remarkably 
vertical in a bike having the Kawasaki's 
size and speed. Our inclinometer shows 
the steering rake to be only 26.5-degrees 


and that’s about 2-degrees less than the 
big-bike normal. 

Kawasaki was a pioneer in capacitor 
discharge ignition systems for motorcycle 
engines. and that’s what they're using to 
this day on the Mach [V—with excellent 
results. For some reason known only to 
itself the engine never would want to start 
on the first kick, but it seldom needed 
more than two and didn’t demand that 
they be especially vigorous. Perhaps it was 
all due to the demand-type regulator in 


the fuel valve under the tank, which is 
open only when the engine is running and 
automatically closes to prevent crankcase 
flooding when the bike is parked for the 
night. In any case it was very agreeable 
about starting on the second kick and 
would thereafter idle for what seemed 
likely to continue for hours without a trace 
of plug fouling. which is where the trick 
ignition system makes itself useful. It goes 
without saying that the bike also may be 
idled along in traffic without any show 





of choking on its accumulating oil. 

It is good that the Mach IV will idle 
without stalling. because you wouldn’t 
want to restart the thing very often. Not 
that the kick-start lever takes much muscle 
to spin the engine; the difficulty is that 
the whole business is damnably awkward. 
The lever is long and its cranked end is 
very high in the air, moving even higher 
if you tilt the bike over against its side 
stand for the starting operation, which will 
make the situation even worse because the 


side prop is short. the tilt is extreme and 
you find yourself almost kicking sideways. 
The alternative is to stand on the bike’s 
right side and kick with your left foot, 
but then the height of the lever is such 
that you have to raise your kicking foot 
up to about belt level. holding it out a 
couple of feet and kicking inward toward 
your opposite knee. You can do your 
kicking from astride the Kawasaki, of 
course, but then the bike’s top-heaviness 
makes it want to fall over and you still 


have the problem of raising your foot high 
enough to reach the crank. Oh yes, and 
you also have to fold the right footpeg 
out of the way and then try to avoid 
getting it stuck up your pant’s leg while 
you do the rest of the routine. 

Your problems with the kick-start lever 
are not entirely ended when the engine 
is running, because once you're on the 
move, whizzing along enjoying the way 
scenery hurries past, you will discover that 

(Continued on page 117) 





® “Only firsts count now,” admitted Roger 
DeCoster. current and three-time World 
Motocross Champion, as he stood with the 
other GP riders to receivé checks from 
AMA motocross referee, John “Light 
Brown” Lancione. It was three hours after 
the last checkered flag waved ending the 
U.S. Grand Prix. Roger was satisfied, if 
not completely relaxed. He still had a 
chance to earn an unprecedented fourth 
World Championship in a row. But, as 
he said, all that mattered from this point 
on was who could finish the most Grand 
Prix motos in first: he or his arch-rival 


Once again the Americans got caught 


with their push-ups down. 


By John Huetter 





for the title, Heikki Mikkola, a fanatic 
Finn riding for the Husqvarna factory. 
Heikki could have wrapped up his first 
World Championship by winning Carls- 
bad, but he didn’t. In fact, Roger im- 
proved his standings against Heikki, who 
began the season by winning the first three 
grand prix events outright. Now with three 
rounds left to go, it only matters who wins 
each one. No seconds, no thirds. 

Under the new FIM scoring system for 
World Championships, only the best 12 
finishes out of the 22 grand prix motos 
count toward the title. DeCoster came to 





the U.S. with four wins and two seconds: 
Mikkola had seven wins and two seconds. 

The two contenders for the highest po- 
sition in 500cc motocross are almost pain- 
fully dissimilar. And it is likely that it will 
be the personalities as much as the pure 
riding skill that will determine who is the 
500 World Champion this year. DeCoster: 
cool, calculating. experienced, and skilled. 
Mikkola: fierce. hungry. experienced, and 
also skilled. 

“The factory maybe started too late 
making this year’s bike. Now it is the best 
for most courses but at the beginning of 


the season. maybe not,” Roger believes. 
“Five times I have broken while I was 
leading a race. Five times.” What Roger 
is suggesting is that had he not broken, 
he would be in the lead and cruising 
home. If he could have stayed in the lead 
for the full 40 minutes plus two laps of 
those five motos. Still, lack of machine 
reliability has hurt him so far this year. 
Mikkola is more terse. “Bike is good. 
I am ready hundred per cent.” As many 
grand prix riders have discovered, that can 
be a hard combination to beat: 360 works 
Husqvarna and the incredible strength, 


speed, and dogged tenacity of Heikki 
Mikkola. This Finn can resume racing in 
a grand prix half a lap down after, say, 
a first turn pile-up and be running fourth 
by the end of the moto. He doesn’t just 
pass other riders; he devours them. 
Even DeCoster is intimidated by his 
strength. Mikkola knows that Roger has 
beaten everybody who has come against 
him; sometimes easily, sometimes nar- 
rowly. but won in the end. Roger’s ap- 
proach to motocross is more cerebral. 
DeCoster will find and use the best lines 
on a course, then continue to use them 


PHOTOGRAPHY: DALE BOLLER, BILL DELANEY 
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=> Dy ae eS be ae CE S 
Roger DeCoster’s world championship 370cc works Suzuki features upside down front-mount gas/oil 


shocks with dual springs of differing weights. Nothing about the bike resembles Suzuki stockers. 


Even more radical forward-mount shocks are seen on Heikki Mikkola’s new 360cc Husky which 
has a reed valve, radial head, left-side shifting and less weight than the 400s available to the public. 


Willi Bauer’s works Maico looks like it needs to be restored. Wear comes from hard riding and 
battering truck rides around the GP circuit. Maico’s racer closely resembles their production bikes. 


84 













with time-eroding regularity. Heikki 
might be all over the place on the front 
wheel but will somehow manage to keep 
upright—going fast. DeCoster hardly ever 
makes an error, and it may be that when 
Roger’s RN Suzukis are running spot on, 
he is plainly the fastest. 

It looked like either of them could win 
the U.S. Grand Prix. If you ventured that 
the Dutchman, Gerrit Wolsink, was due 
for an overall victory—and would very 
likely win the U.S. round—most people 
would respond, “Who’s that?” 

“Thats my problem,” smiles Gerrit. 
“My style is not too spectacular and no- 
body sees where my positions are.” It’s 
true that unless you are following the 
racing at a grand prix or, last year, one 
of the American Trans-AMA events very 
attentively, Gerrit is almost invisible on 
a motocross track. He is smooth, con- 
trolled, unruffled, almost placid in the way 
he guides his 400 Suzuki (last year, his 
400 Maico) around even the roughest cir- 
cuit. Gerrit graduated from dental school 
in Holland over a year ago but delayed 
going into practice as a dentist in order 
to race World Championship motocross. 
In the American social ethic, it would be 
unthinkable to give up dental practice to 
ride motorcycles. But in Central Europe, 
it is thought to be a very reasonable thing 
for a 26-year-old young man to do, partic- 
ularly if he has a factory ride. Besides, 
there’s much more social status, prestige, 
and money attached to being a Grand 
Prix factory rider than being a dentist. 

Gerrit did take home maximum points 
from the U.S. GP, whether anybody had 
heard of him or not, just like he pulled 
a shocker by winning the first 500 GP of 
last season. He had nearly won the Ger- 
man 500 GP; would have, except that 
German Adolf Weil’s illegal start was not 
disallowed. He was in position to win the 
British GP just the week before when his 
suspension did him in. Wolsink was really 
due for a win. 

He favors the stock TM-400 engine in 
his first year with Suzuki. He has lowered 
the compression ratio, fitted a slightly 
smaller Mikuni carburetor to match and 
that’s about it. There is a works expansion 
chamber attached to it, of course. Gerrit 
even started out with a stock TM-400 
frame, then cut and lowered it and re- 
worked the suspension to suit himself. He 











claims to be quite pleased with the bike. 
There’s little doubt that the TM-400 en- 
gine gives him enough power. 

Brad Lackey set fast time in qualifying 
for start position. “Fast time” is important 
as a psych-out device in addition to getting 
your first choice of spots at the start gate. 
Brad has been doing well in grand prix 
events most of the season. especially as 
he has gotten used to his new Husqvarna 
ride. Huskys. even one-off factory Huskys, 
are very different motocross bikes to ride 
and Brad fell off a lot at the beginning 
of the season. He stopped doing that and 
subsequently worked his way up to tenth 
in the World Championship standings. 
including some impressive placings in the 
top five. He has twice before set fast time 
ata GP. Brad is very close-mouthed about 
his racing and would never admit it. but 
he wanted very much to do well in the 
U.S. 500 Grand Prix. Since he’d been the 
only American rider in any of the 500 
World Championship rounds so far this 
year, there was good reason to believe he’d 
be first among the larger American entry 
in the U.S. round. In the first 45-minute 
moto, he was. 

Thirty-seven racers assembled behind 
the steel start gate with a generous repre- 
sentation from the host country. Ameri- 
cans making their only 500 GP appear- 
ance of the season included National 500 
Champ. Pierre Karsmakers. semi-priva- 
teer John DeSoto, U.S. Husky riders 
Marty Tripes and Gary Semics. Bryar 
Holcomb for Bultaco and Rex Staten as 
Honda’s token entry. 

Also lined up behind everybody else 
was Jim Pomeroy, normally riding for GP 
points in the 250 Class. now mounted on 

360 prepared by a local Bultaco shop. 
Jim was not allowed to race for prize 
money or first-American honors. F.I.M. 
regulations prohibited this because Jim is 
contesting the 250 class world champi- 
vuship. He didn’t let that keep him from 
working up to eighth from the second row 
before his carb fell off in the first moto, 
or finishing fifth and first American in 
the second moto, just behind Pierre Kars- 
makers, who was first overall AMA moto- 
cross licensee in the U.S. 500 Grand Prix. 

The first turn at Carlsbad is barely 100 
meters (the FIM minimum) from the start 
gate. It is also a 180-degree left-hander 
that is narrow. with room for maybe six 
bikes abreast. American Gary Semics led 
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Gerrit Wolsink, a 26-year-old dentist from the 
Netherlands, won the USGP overall on a Suzuki. 


Tim Hart zaps a berm in a dry section. The two-mile course was half wet clay, half dry dirt. 
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Heikki Mikkola of Finland and his 360 Husky 
are the hottest items on the GP circuit this year. 





Brad Lackey, Husqvarna, is still the fastest native 
American in the international MX scene. 


into it and out of it, getting an incredibly 
good holeshot. Behind him everybody 
fought for the one or two good lines. 
About eight of the riders. almost all of 
Team Yamaha including Karsmakers. 
tangled and crashed into the damp adobe 
dirt. Both DeCoster and Mikkola avoided 
the pile up but lost positions avoiding the 
flying bikes and bodies. 

Semics’ lead lasted about two laps. then 
Gerrit Wolsink motored by from second 
as spectators frantically searched their 
programs to see who was leading. 

A surprising John Banks and an even 
more surprising Bryar Holcomb were 
running third and fourth during the open- 
ing laps. They were both, it turned out. 
on the sick list and retired by the halfway 
point. It was hard to tell if Banks’ pre-race 
pallor was due to sickness or British 
weather. but he talked about having 
chicken pox recently and still had a touch 
of flu. Bryar had a blue hole in the bottom 
of a swollen foot and thought he had 
blood poisoning from the puncture 
wound. Banks didn’t come out of the pits 
for the second moto. Neither did Hol- 
comb. John was later looking for someone 
to buy his works CCM 498cc four-stroke 
motocrosser. Bryar just looked unhappy. 

Wolsink built up a lead of 8-10 seconds 
and looked uncatchable, riding quickly 
and smoothly, until DeCoster got out of 
the pack and broke clear into second 
place. What became obvious after 20 
minutes of the first moto was who really 
raced. The hometown holeshot artist. the 
15-minute moto specialists, the riders put- 
ting in an obligatory ride for their sponsor 
all seemed to drop out of sight as the more 
possessed GP works riders got down to 
serious breadwinning business. 

Brad Lackey worked his way determin- 
edly up to third behind Wolsink and De- 
Coster, as high as he had finished in any 
grand prix this year. Behind him were 
Adolf Weil, Jaak Van Velthoven. Heikki 
Mikkola, Bengt Aberg. Ake Jonsson and, 
providing another surprise, American 
wunderkind Marty Tripes. The signs from 
Marty’s pit proclaimed, “Go, Porky!” and 
the naturally talented California teenager 
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displayed his uncanny, but sporadic, 
strength and agility. He passed Lackey and 
Adolf Weil, who were engaged in very 
tight nose-to-tail racing on the next-to-last 
lap. Then he ran over his own ankle on 
the last lap and didn’t finish the moto. 

DeCoster whittled away at Gerrit’s once- 
comfortable lead. passed the Dutchman 
and built up a gap of equal proportion 
in his favor. Both works Suzuki engines 
stayed on song but Gerrit could not en- 
gage second, third, or fourth gears on the 
first, and sometimes second, try. This ac- 
counted, in part. for the ease with which 
Roger eventually passed Wolsink to get 
under the checkered flag first. 

Heikki Mikkola’s mechanic, Pella Pers- 
son, was experimenting with some new 
two-ply and three-ply rear knobby tires— 
very light—to further reduce unsprung 
weight and give improved track “feel.” 

“Heikki had run on the two-ply tire in 
setting second fastest qualifying time and 
liked the way it felt in practice. The course 
was still damp and fairly soft in the gray, 
humid morning. But Pella knew that the 
track would dry out and get much harder. 
even during the first moto. He had raced 
in Southern California before. His recom- 
mendation was to change to at least the 
prototype three-ply tire. maybe even the 
standard four-ply Trelleborg. Heikki said 
no. Heikki’s tire went flat with two laps 
to go in the first moto. 

Both he and Van Velthoven had gotten 
by Lackey. but when the tire went, big 
Jaak slipped into third place and Brad 
closed to within striking distance in the 
last laps. 

Lackey took the checkered as first 
American in the moto but only made 
about four laps on the 360 Husqvarna in 
the second race before both wheels started 
coming apart, ending any hope of a first 
overall American placing and the lucrative 
contingency fund that went with that po- 
sition. He had required two novacaine 
injections for the pain in his right ankle 
before the race. 

Current 500 National Motocross 
Champion, Pierre Karsmakers: a Dutch- 
man by birth, a Californian by residence. 
is a controversial figure in international 
motocross. The initial furor surrounding 
Karsmakers was touched off when Pierre 
took out an AMA motocross competition 
license last year and then proceeded to 
waltz off with the National Championship 
in the 500cc class by soundly trouncing 
all the U.S.A. riders. 

Many of his former cohorts on the in- 
ternational circuit considered him a 
cherry-picker for abandoning the more 
serious, hard-fought Continental compe- 
tition in favor of easier American events. 
Many Americans felt the same way. 
Through it all, he remains a good. con- 
stantly improving, Yamaha factory con- 
tract rider. Pierre continues to demon- 
strate that he’s a lot better than many of 
the Europeans thought and a lot better 
than most of the Americans are. 
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The second moto was Gerrit Wolsink’s 
show from the crowded first turn to the 
high drama of the finish. His gearbox was 
fixed and he used it efficiently to stay 
ahead of DeCoster, then Karsmakers. who 
had quickly passed Roger and even closed 
some on Gerrit. The first three were cir- 
culating very fast, virtually in a race of 
their own. Wolsink was unruffled and 
intense: Pierre, not seeming to go fast, up 
on the pegs most of the time; Roger 
hunched over the bars and typically very, 
very stylish. 


Moto 1 
Rider Country Brand Points 
1. Roger DeCoster Belgium SUZ 15 
2. Gerrit Wolsink Netherlands SUZ 12 
3. Jaak Van Velthoven Belgium YAM 10 
4. Heikki Mikkola Finland HUS 8 
5. Brad Lackey Calif. HUS 6 
6. Pierre Karsmakers Calif. YAM 5 
7. Adolf Weil W. Germany MAI 4 
8. Bengt Aberg Sweden BUL 3 
9. Ake Jonsson Sweden YAM 2 
10. Jim Weinert Calif. KAW 1 
Moto 2 
1. Gerrit Wolsink Netherlands SUZ 15 
2. Heikki Mikkola Finland HUS 12 
3. Roger DeCoster Belgium SUZ 10 
4. Pierre Karsmakers Calif. YAM 8 
5. Jaak Van Velthoven Belgium YAM 6 
6. Adolf Weil W. Germany MAI 5 
7. Jim Weinert Calif. KAW 4 
8. Marty Tripes Calif. HUS 3 
9. Willi Bauer W. Germany MAI 2 
10. Bengt Aberg Sweden BUL 1 


Wolsink, DeCoster and Mikkola were the first three overall based 
on points from both motos 


Jim Pomeroy placed fifth in the second moto, but since he competes 

in the 250cc GP circuit, he was ineligible to collect points at Carlsbad. 

Back a distance, Jim Weinert and Jim 
Pomeroy scrapped for a while over fourth 
with the decision going to Pomeroy. 
Heikki Mikkola finally got untracked and 
came up to add to the front-running ac- 
tion. It’s not certain whether Heikki ig- 
nores other riders as he cuts a path 
through the pack, or stalks them, waiting 
for the precise moment to swat them out 
of the way like an annoyance that has 
been keeping him from doing something 
he badly wants to do. like win. Heikki 
went by Pomeroy and a fading Weinert, 
who both still maintained good position. 
(Pomeroy would finish fifth but would be 
bumped from the results since he is an 
FIM 250cc class rider, and this was a 500cc 
Grand Prix.) 

Mikkola was in luck. Rogers riding 
style changed radically and careful scru- 
tiny of man and machine revealed the 
reason for his rear-wheel landings and 
slow approaches to corners. The front 
wheel was coming apart. DeCoster could 
not use the stopping techniques necessary 
to improve his position coming into 
corners because he couldn’t use the front 
brake. Still. Roger felt that Pierre. running 
in second, was blocking him. 

Finally. Karsmakers decided he 
couldn’t race at front-running competitive 
speeds with a faulty gearbox and pulled 
over to let Roger by. But Mikkola had 
worked up to within a few bike-lengths 
of the Suzuki's rear tire and he shot past 
on the inside too. relegating Pierre to 
fourth at the finish. Mikkola’s aggressive 
charge and a right-running Husky carried 


him past DeCoster, who was hanging on, 
trying to finish the moto before the front 
wheel collapsed. 

Wolsink was tiring a little; everybody 
was after nearly 90 minutes of World 
Championship motocross. He still seemed 
to have a sufficient cushion with two laps 
to go to hold onto the lead and his first 
GP win of the season. Mikkola had other 
plans and most of them were put into 
effect on the last lap of the Grand Prix. 
He closed to within less than a bike length 
of Wolsink inside of a minute. Gerrit kept 
closing the gate in corners, keeping the 
strong Finn from getting a wheel com- 
pletely under him. Just before the finish 
line on the Carlsbad course is a 12-foot 
dropoff that is near-vertical. At the base 
is a high-bermed lefthander followed by 
a slippery right-hand runout into the dirt 
bank where the man with the checkered 
flag stands. 

Wolsink was halfway down the dropoff 
as Mikkola’s front wheel left the lip. They 
hit bottom almost together but Heikki had 
the inside line, enabling him to keep the 
throttle on, hit the berm faster, come off 
it faster and, he had to be thinking. cut 
off Wolsink by aiming straight at the op- 
posite bank forcing Gerrit into a dead- 
end, nowhere line. 

But Gerrit turned inside Mikkola where 
there was no berm. Whatever gear the 
Suzuki was in (he thought it was third) 
was the one he used to scream into the 
dirt bank full on, the throttle completely 
to the stop. He slammed the bike into the 
bank while the flagman waved and 
jumped back as both man and machine 
cartwheeled across the finish line. When 
Gerrit separated from his tumbling bike. 
the advantage over Mikkola looked to be 
the space of a front wheel and a gas tank. 
DeCoster came across third. 

Gerrit Wolsink sat ignored, sippir~ 
Gatorade on the bumper of his rental cai 
after his first grand prix win of 1974. He 
was hungry and eating a sandwich hurt 
his bleeding tongue. He had bitten it 
when he cracked his chin on the handle- 
bars at the finish line. There has not been 
a more dramatic finish to a grand prix 
event this year. nor one so close that 
counted for as much as this U.S. round. 
Yet only Chesny Nilsson sat with Gerrit, 
offering him a cold, wet towel in the 
still-muggy July heat. DeCoster was the 
one who was mobbed, at the other end 
of the pits. 

Gerrit only smiles retlectively when ac- 
cused of being a racing intellectual. (He 
is also the organizing force behind and 
president of the Grand Prix Riders Asso- 
ciation.) He rubs his painful chin and he 
knows that he can win Grands Prix. 

Mikkola sits hot and unhappy in his 
pits. He is aware of the opportunity now 
lost, even though he has retained a narrow 
10-point lead in the World Championship 
standings. The second place finish did him 
little good. He already has all the seconds 
he can use. Only firsts count now. © 
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elapsed times indicated, Bakken was un- 
derrating his opponent. 

After the 30 mile route down into Valle 
de Trinidad both riders posted exactly the 
same time—38.00 minutes. So only 1.2 
seconds still separated the two. Into 
checkpoint seven, the last checking station 
before the finish, Bakken gained only 
minutely and had 58.8 seconds on Rob- 
inson after that 70 mile stretch. Heading for 
the finish Robinson clouted a rock, which. 
threw him off the road and slowed him? 
ever so slightly less than two miles from 
Ensenada. On the final 35 miles of the 
road Bakken went 1.2 seconds quicker 
than Robinson, giving him exactly a one 
minute lead over the unexpected and 
near-flawless ride by the privateer team. 

In the not-so-close 250 race the sure 
winners on the Penton team blew their 
14-minute lead over the factory Elsinore 
when Bob Messer unloaded WFO. He 
bent the handlebars and forks and broke 
the light in addition to hurting his hand 
and foot. The two teams were close on 
time at check seven but Holladay unreeled 
the Honda into a four-minutes-quicker 
final section to get the class win 3.07 min- 
utes ahead of the Penton. 

The 125cc race was a runaway victory 
for the factory Husky. Nilsson and Quade 
finished 31.07 minutes ahead of second 
place, a privateer on another Husky. Sur- 
prisingly all four of the 125 Huskies that 
started finished, two of them Claes Nil- 
son-prepared. 

Both the Mayes/Bakken and Sterner/ 
Robinson teams beat out the first four 
wheeler in an impressive overall victory 
for motorcycles. The margin was a solid 
4% minutes. Ironically, the first five 
overall finishers are motorcycle champi- 
ons. First’ car (third overall) was piloted 
by Bobby Ferro, winner of the famous 
200 mile Check Chase Hare & Hound a 
few years back on a Triumph twin. The 
second car (fifth overall) was piloted by 
Malcolm Smith, winner of Baja on a bike 
and ISDT multi-Gold medalist, and his 
motorcycle racer-dentist neighbor Bud 
Feldcamp. Third (seventh) was the team 
of Mike Patrick and Phil Bowers, winner 
of both the Mint 400 (overall) and Baja 
1000 on a motorcycle. They were all in 
single seat buggies. 

Sadly, a tragic accident involving Par- 
nelli Jones and Bill Stroppe in their in- 
famous Bronco led to their early retire- 
ment. A dizzy American spectator fatally 
met head-on with Parnelli as the former 
rode, knowingly, backwards on the course 
from the first check on a motorcycle. The 
accident was so violent that Stroppe with- 
drew their entry on the spot. Had they 
continued at the pace they were maintain- 
ing (approximately 80 mph) Parnelli 
probably would have taken overall honors 
handily. It was a rotten break for the man 
everyone acknowledges as the fastest racer 
in Baja, regardless of vehicle. 
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The very basis of Baja racing is the 
ability of anybody, sponsored or not, to 
go down and lock horns with the world’s 
best off-road racers—whether on two or 
four wheels. A rider doesn’t need any 
professional license, special permission, 
approved vehicle, trick engine. secret tires, 
million dollar pits, magnesium equipment 
or any other heavenly approval to go race 
seriously or for fun. It’s not an environ- 
ment that rewards or even tolerates folly, 
but it’s a home for any competent motor- 
cycle dirt racer. 

The chances of privateers winning are 
still slim—Husky, i.e. Claes Nilsson, has 
the handle on winning the big Baja races. 
Of the 19 Open class finishers 11 were 
on Huskies. The first eight places went 
to 400 Huskies. All of the three class win- 
ners were factory sponsored machines. But 
all the second place finishers were priva- 
teers, two from the same Competition 
Cycle motorcycle dealer. Because of Ya- 
maha’s great contingency award program 
(first Yamaha finisher in each class gets 
$500) the third place 125 and 250 and the 
eleventh place open bike finishers divided 
up $1500. In the case of the 125 and 250 
Yamaha finishers they took home more 
winnings than the second place riders. 

Al Baker and Steve Holladay on the 
other hand were quite well compensated 
for their effort. They won a total of $2118 
(prize and contingency monies) and this 
amount was matched by their sponsor 
American Honda. They took home the 


second biggest total winnings of any of 


the motorcycle crowd, $4236. 
The race, the SCORE Baja Interna- 
cional, was probably the best run, 


smoothest and most controlled of any of 


the big Baja races in years. It was a tre- 
mendous success for Mickey Thompson 
and the SCORE affiliates. If they decide 
to run the Baja 1000 in place of the bun- 
gling Mexican politicians it could easily 
draw 500 entrants and the biggest purse 
ever in off-road racing—maybe a quarter 
of a million dollars counting contingency 
awards. The success of this race has been 
like a transfusion to a dying patient. Baja 
is back. © 
BAJA INTERNACIONAL 
Overall Winner—Mitch Mayes/A.C. Bakken—Husky 400 


SCORE Cont. 
Rider Team Bike Time Purse Money 
Class +20—0-125cc 19 Entries—13 Finishers 
Nilsson/Quade Husky 125 8h59.99m $1120 $1325 
Jasper/Padilla Husky 125 9h31.06m 635 225 
Kirker/Roeseller Yam 123 9h31.30m 392 525 
Holbert/Holbert Pent. 125 9h39.65m 327 --- 
Ward/Ward Husky 125 10h10.25m 242 --- 
Eddy Yam 125 = 10h36.75m 84 -— 





Class #21—126-250cc 13 Entries—11 Finishers 
Baker/Holladay Honda 250 8h32.87m $ 893 $1225 
Adent/ Messer Pent. 250 8h35.94m 558 150 
Bilkey/McCallister Yam 250 8h54.28m 357 525 
Bartlett/ Bartlett Pent. 250 9h14.49m 301 --- 
Lujean/Ley Honda 250 9h21.97m 123 --- 


Class *22—251cc-Open 29 Entries—19 Finishers 
Mayes/Bakken Husky 400 8h07.41m $2030 $2825 
Robinson/Sterner Husky 400 8h08.41m 964 225 


Utsey/Grossi Husky 400 8h22.17m 600 25 
Ussery/Vick Husky 400 8h56.27m 451 --- 
Laca/Mason Husky 400 8h56.49m 375 --- 
Bishop/Hansen Husky 400 8h56.68m 330 --- 
Harper/ Hodges Husky 400 9h02.12m 223 —- 


Shipley/Shipley Husky 400 9h30.49m 102 --- 


ALL GASKETS 
ARE NOT 
CREATED 

EQUAL! 








Honda Elsinore 125 & 250 


We're not called Best Gasket for 
nothing. It happens to be a fact 
that for over 40 years we have 
made perhaps the world’s finest 
gaskets. In a motorcycle engine 
that means something. High tem- 
peratures, powerful compression 
and tall rpm stress factors quickly 
wear out ordinary motorcycle 
gaskets...while Best Gas- 
kets keep going strong. 


All Best Gasket kits come com- 
plete with every gasket for the en- 
tire engine and fit most popular 
bikes. 


No, all gaskets are not created 
equal. Some are better than 
others...and then there’s the Best. 





BEST GASKET 
ove omision 

18001 S. MAIN ST. 
GARDENA, CA. 90248 
(213) 323.0437 
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UNDAY, 11:03 PM. Frank 
can’t sleep. He’s thinking 
about his new Kawasaki, his 
first motorcycle. Frank gets 
out of bed. Elaine wakes up. 


“What’s the matter?” she says. 


“Can't sleep, I think I’m 
hungry,’ he says. ‘Guess I'll 
get a glass of milk or some- 
thing” 

Frank clumps down to the 
kitchen, opens and closes 
the refrigerator door (to 
make it sound good), tip-toes 
to the garage, turns on the 
light, puts on his helmet, 
climbs aboard his KZ-400. 

“Okay, baby” he says to his 
bike, “tomorrow it’s another 
world. Vrrrrrrrroooooom... 
vroooo000000m to work... 
Vroom, vrrrrrrrrrrrooo000m 
through all that vroom crum- 
my, crawlin’ traffic...urrrrrr- 
oooom, urrrrrrrrrrrrrrom... 
Okay, stoplight comin’ up... 
disc brake, perfect...urroom, 
moom,moom,moom...Yeah 
and there's a guy leanin’ out- 
ta his car eyeballin’ my bike. 
‘What’s it got?’ he says. ‘4- 
stroke, twin cylinder, 398cc; 
Isay. ‘How’s it kick over?’ he 
says. ‘Electric starter’ I say. 
And the light’s green and 
vrrrrrroooooom |’m gone... 
vrrrrooooom, zippin’ across 
town, easin’ around a corner, 
urrrrrooooom, shiftin’ down, 
yeah through all five gears... 
‘Hi, toots, vrrrrrroooooooom, 
mum, mum, vrrrooo... 

CLICK. 

Frank hears the garage 
dooropen. He grabs his own- 
ers manual. He studies it 
intently. 

“Vrrroooom, vrrrooooom; 
says Elaine. 


Kawasaki 


lets the good times roll. 


Good times include riding safely. We recom- 
mend wearing a helmet and eye protection, 
keeping lights on and checking local laws 
before you ride. See Yellow Pages tor near- 
est Kawasaki dealer. Member Motorcycle 
Industry Council 





Polycarbonate and Fiberglass 
Make One Great, New Helmet- 
The Cannonball by Wheels of Man 


Important advances in technology are like that. 

One morning it all made sense... put the two plastics 
everybody argues about together and make one great 
helmet, the Cannonball. 


Until now there’s been plenty to argue about. Fiberglass 
spreads shock better than polycarbonate. Polycarbonate 
rates ahead of Fiberglass in resistance to penetration. 
Together, the two plastics give you the best of 

both worlds. Isn’t this what you want in head protection? 
The Cannonball safety helmet in full coverage and 

full face models. Your Wheels of Man dealer has *em 
or send $1 for full color catalog. 


America’s Finest Rider Accessories 
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Cannonball Helmets — Colors: Silver, Gold, 
White. Sizes: S, M, L. Full coverage and full 
$49.95 and $59.95 


CANNONBALL TEST — A specially designed 
cannon hurls a project 100 miles per hour 
— many times Z 90 requirements — and fails 
to penetrate the Cannonball safety helmet. 


WHEELS OF man 


subsidiary of # The Parker Pen Company 
16622 W. Rogers Dr., New Berlin, Wis. 53151 





BASICS Continued from page 38 


crankshaft, because such engines require 
only a trickle of oil delivered at extremely 
low pressure. The Kawasaki Z1 engine. 
for example. will show only 2.8 pounds/ 
square inch with its oil warmed to 140°F. 
Few of the available oil pressure gauges 
would respond to such a low-level stimu- 
lus; the best of gauges would provide 
substantially some-none information and 
you get that from a warning light. Unfor- 
tunately, while the majority of motorcycle 
engines would be satisfactorily served by 
a pressure light, many do not have them. 

And then there are the bikes with oil 
warning lights that might better have a 
pressure gauge. Hondas Fours fall into this 
category. because they have plain-bearing 
cranks and those main and rod inserts 
need a lot of oil delivered at high pressure. 
The workshop manual for CB750s says 
their pressure-relief valves should be set 
to provide 57 psi with the oil temperature 
at 176’F. and engine speed at 4000 rpm. 
This is fairly typical for plain-bearing 
motorcycle engines, all of which have 
relief valves and run oil gallery pressures 
around 45-65 psi. Of course oil changes 
its viscosity very considerably with tem- 
perature. so the readings you'd get would 
be high on a cold morning and drop 
somewhat below specifications on a hot 
summer day—even with a perfectly 
healthy engine. 

In most instances oil pressure readings 
really are nothing more than second-hand 
reflections of oil temperature. so anyone 
planning to fit a motorcycle with just one 
extra instrument should go for the ther- 
mometer. Or maybe they shouldn’t be- 


cause what they learn may send them off 


in search of an oil cooler. Don’t be too 
eager to insert a radiator into your bike’s 
oiling system: the oil should be fairly hot. 
175-180°F.. to prevent fuel and water di- 
lution. and to reduce mechanical losses 
arising from viscous shear. Engines will 
run very comfortably with their oil at 
200°F. and can survive, for a while. condi- 
tions that raise oil temperature to as much 
as 250 F. The oil itself will accept much 
higher temperatures. but those tend to 
reflect scorching-hot bearings. pistons, 
etc., and may be taken as a signal to slow 
down and give your engine a chance to 
cool off a bit. We know of a few motorcy- 
cle engines that cannot be made to hold 
their oil temperatures below 325-350 F. 
unless either fitted with an oil cooler or 
used with great restraint by their rider: 
they survive. but the lower operating tem- 
peratures have been established for air- 
craft and other kinds of engines and one 
must assume that reliability ultimately 
must suffer at the higher levels. 

You obviously cannot measure the 
temperatures and pressure given here un- 
less you install the instruments that do the 
measuring. These instruments may be ob- 
tained from various sources. VDO and 
Stewart-Warner being two that spring 
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instantly to mind. The details of installa- 
tion you'll have to work out to suit your 
particular motorcycle. The main point of 
concern in this is that their sensors be 
placed so that they actually pick up the 
desired information. Oil pressure should 
be taken at some spot in the engine’s main 
gallery: many times there will be restricted 
orifices limiting oil delivery to the cylin- 
derhead, and readings taken downstream 
from those orifices will be unrealistically 
and alarmingly low. The oil temperature 
sensor should be located in much the same 
place. though not for the same reasons. 
If you insert the sensor bulb into the oil 
sump it will be insulated by a layer of 
relatively cool oil clinging to its surface 
and thus read too low. The other extreme 
is represented by a temperature sensor 
screwed directly into a cylinderhead, 
where it would pick up heat from the 
surrounding metal and read too high. The 
sensor should be placed where it will be 
scrubbed by moving oil. and where it can 
accurately pick up the temperature of the 
oil itself and not that of some overheated 
metal casing. 

We recommend using pressure/tem- 
perature instruments with electrical sen- 
sors. if they are available. There’s nothing 
wrong with the ones having a capil- 
lary-tube connection between the sensor 
and the gauge itself. except that it some- 
times is difficult to find a tidy routing for 
the rather fragile tube. Also, the motorcy- 
cle’s high level of vibration can cause the 
tube to fracture. The electric sensors need 
only a small wire for their connection with 
the gauge. the wire can be tied in knots 
without effecting the instrument’s func- 
tions, and if the wire breaks you won't 
have a stream of oil squirting you right 
in the eye. 

Vacuum gauges are thought to be ex- 
clusively the property of tuneup me- 
chanics and weird old guys who also have 
a compass mounted on their Rambler's 
instrument panel. In fact. you can get 
some worthwhile information out of a 
gauge connected to register manifold vac- 
uum. and it does relate to zotal tuning— 
including some engine modifications. As- 
suming that you haven't changed gearing. 
then manifold vacuum at a given speed, 
on a level road and in still air will reflect 
the success of any tuning changes made. 
That is to say, if you change the engine's 
spark advance or jetting and get a little 
more power then it will take just a little 
less throttle to hold a given speed and the 
gauge will show a slightly higher manifold 
vacuum, The same response will be ob- 
served with changes in compression ratio, 
valves. porting. and anything else that 
does not too greatly elevate the speed at 
which an engine makes its power. Con- 
versely. if you find you're getting lower 
manifold vacuum readings after. say. a 
change in ignition timing then you may 
be reasonably sure your hot setup has 
proven to be only luke-warm. 

Two-stroke engines can hardly be said 


to have .any oil pressure or temperature, 
and all those with water cooling have that 
instrumented by the makers. But there is 
one rather specialized gauge that profit- 
ably may be applied to two-strokers: the 
spark plug thermocouple. As it happens. 
two-stroke engines are both very succepti- 
ble to detonation, and very apt to suffer 
catastrophic piston failure as a conse- 
quence of that combustion process irregu- 
larity. We have a fair amount of experi- 
ence with dynamometer testing these en- 
gines. and use spark plug gasket tempera- 
ture as a kind of thermal redline. There 
are thermocouples you can substitute for 
the ordinary spark plug gasket. and when 
the gauge to which the thermocouple is 
attached says the plug temperature has 
reached about 450°F. it is time to ease 
back on the throttle. Our experience is that 
the temperature will rise relatively slowly 
until it nears four-fifty; then it will begin 
climbing very rapidly—probably due to 
the onset of detonation—and if full throttle 
is maintained the dynamometer needle 
will start to fall back toward zero. When 
that happens you can plan on replacing 
a piston. Thermocouples and the related 
hardware are very expensive, so we cer- 
tainly are not recommending that every 
two-stroke engined motorcycle should 
have plug-temperature sensors: the 
equipment is small and could be mounted 
on a bike for use in experimental work. 
where it probably is cheaper than repeated 
engine rebuilds. 

One instrument every motorcyclist 
should have and use is a tire pressure 
gauge. Sure. there’s one connected to the 
air hose at most service stations, but those 
are often wildly inaccurate, and quite 
small changes in tire inflation pressure 
have a large effect on handling and tire 
tread life. Manufacturers do a lot of test- 
ing to establish correct tire inflation pres- 
sures for motorcycles: all their work goes 
for naught when the customer relies on 
those service station gauges. 

There are other forms of instrumenta- 
tion, some of which does not involve wir- 
ing and cables and dials. At this moment 
our shop contains one motorcycle with 
experimental brake discs (aluminum. with 
a sprayed surface coating) and the operat- 
ing temperatures of those discs are being 
monitored with a couple of tiny, heat-sen- 
sitive decals. Dots on the decals turn color 
at 350. 400. 450 and 500-degrees. provid- 
ing a permanent record of how hot the 
dises have been. There are other decals 
for other temperature ranges, and heat- 
sensitive paints and crayons to accomplish 
the same thing. Such devices have been 
coming into use here and there. mostly 
in racing. and we expect that this kind 
of technology eventually will trickle down 
to the shade-tree. private-owner level. It’s 
all part of a growing recognition that mo- 
torcycling should be much less art and 
more science. and that instrumentation 
really is the distinguishing feature between 
the two fields. © 
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MOTOCROSS 


How will they keep them 
down in the gym after 
they’ve read all this? 
By John Ulrich 
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® The Los Angeles Coliseum, June 22, 
1974. Over 40.000 motocross fans waited 
for the start of the half-time show. Billed 
as the California High School Motocross 
Championships, promoters had whooped 
that little Billy from Uptown High could 
show his stuff on the same (almost—minus 
the uphill/downhill) track as Roger De- 
Coster and Jaroslav Falta. Keep your eyes 
on the track folks, they said, for the 
“half-time” extravaganza at the Super- 
bowl of Motocross III. 

If fans expected cheerleaders, school 
letters, bands, and high school herodom, 
they must have been disillusioned by the 
spectacle. At the finish, it was not little 
Billy from Uptown High in the spotlight, 
but rather Marty Smith, a 17-year-old 
Honda factory rider who just happens to 
be a high school student. Marty didn’t 
stuff it to a bunch of innocent amateurs. 
His opponents, selected through a series 
of non-school sanctioned races run by 
professional promoters, were among the 
best 125cc Expert class riders who race 
for money in Southern California. 

The expanded and exploited version of 
High School Motocross at the Coliseum 
was far removed from its origins in the 
state of Washington. When 16-year-old 
Jim Selden organized the first high school 
motocross in 1971, it was what the name 
suggests: school sanctioned, student sup- 
ported, amateur competition between dif- 
ferent schools. The elimination races and 
the Superbowl half-time show were sanc- 
tioned by a profit-making organization; 
seasoned racers took part in the profes- 
sional competition. 

The divergence from the original con- 
cept grew out of convenience and adapta- 
tion. Balky school boards and uncertain 
administrations pushed frustrated students 
into the waiting arms of professional race 
promoters and publicity-hungry firms. 
High school motocross grew anyway. Now 
everybody wants to get into the act. 

There are several approaches to staging 
a high school race. The first type is the 
true high school race. Like an event of 
any other type of sport associated with 
high school, the school system sanctions 
the race. But difficulties beset this kind 
of racing. This is the toughest kind of race 
to promote because it gets entrapped in 
red-tape bureaucracies and by the sheer 
number of paper-movers and decision- 
makers involved. 

The second type is the non-sanctioned 
high school race. In this case a group of 
racers who happen to attend School A race 
against a team of motocrossers who hap- 
pen to attend School B. The easiest .and 
currently the most popular type of high 
school race, these events bypass school 
district red-tape. Professional promoters 
at an established racetrack stage the races 
in return for cold cash. 


The Sanctioned High School Race 
Student motocross meets, blessed and 
supported by school officials, take several 
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forms. A race may be restricted to students 
from one school on a track fabricated on 
school grounds, or it may be an interscho- 
lastic contest open to two or more schools 
held at an established race facility. 

The event may be run by knowl- 
edgeable students, or handled by an out- 
side organization. In some cases both on- 
and off-campus races are run with school 
sanctions. and a professional promoter 
organizes the event—for a price. What 
form a high school race takes after official 
school sanction is usually dictated by sev- 
eral things—liability, safety considerations. 
and availability of facilities. 

Liability and Safety 

Liability is the largest single obstacle 
to high school sanctioned races. No school 
district wants to get sued to dust and ashes 
because 38 Novices killed themselves in 
the first turn of a home-built course which 
had a bulldozer as a corner marker. Since 
school officials generally think motorcy- 
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cles are fairly lethal, danger is the first 
concern of school authorities. 

Insurance can cope with liability prob- 
lems. A school district’s general policy 
may cover any liability arising out of a 
school sanctioned race, but this is not 
always true. Indeed such liability policies 
may only concern certain enumerated ` 
activities. If schools want to stage motor- 
cycle races, this may require renegotiation 
of the school’s liability-insurance package. 
In some cases, alternative insurance 
sources must be found. 

Some insurance companies, such as E. 
Broox Randall, Inc., specialize in insuring 
high school events on a one-time basis. 
One school in California, for example, 
bought a Continental Motosports Club 
sanction/insurance package. CMC was the 
local race organizer. Each rider joined 
CMC for a $7 fee, the school pitched in 
about $150, and the race was run on 
campus. A one-time insurance package 
will generally cost less if the race is held 
at an established track, but this economy 
may be offset by the cost of track rental. 

A release may or may not provide pro- 
tection from liability. Whenever a racer 
enters an event, he is usually asked to sign 
a statement that he will not hold organiz- 
ers and promoters liable should anything 
happen to him. In some states these re- 
leases are legally valid. In other states 
courts have ruled that such waivers are not 
legally binding since the entrant was 
forced to sign under duress—no signature, 
no race. In almost all cases responsible 
promoters—private or public—won’t stage 
an event if only protected by waivers. 

And any responsible promoting group 
will take all steps necessary to participant 
safety. An on-location ambulance crew is 
absolutely necessary. (A few ambulance 


All right guys, 
get out there 


and win this one 
for the Gipper! 


95 














firms have been known to give school 
races a price break the first time.) The 
chances of an injury in motocross is almost 
as great as those in tackle football, and 
provisions for speedy aid must be made. 

Alert, conscientious flag men are 
equally important. It is flagmen who warn 
racers of fallen riders or other obstructions 
ahead on the track, and they can prevent 
a minor fall from turning into a bone 
crunching pile-up. 


Facilities 

Many high school races have been held 
on flat grass courses outlined with old tires 
on football practice fields. Others have 
had more elaborate “home built” tracks, 
with log-supported drop-away jumps, wa- 
terholes, berms, and artificial whoop-de- 
doos. Some were built inside stadiums 
with tarps protecting the cinder tracks, and 
the spectators safely seated in the stands. 

In recent months, more high school 
races have been held at professional race- 
ways. This poses additional insurance 
problems, since schools are generally lia- 
ble for the welfare of students while 
travelling to and from all school-organized 
events. 





It's still a low 
intensity sport 
and that’s how 
it should remain. 
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The facilities can easily shape race 
scheduling. If there are no lights on the 
track, then the race must be held during 
sunlight hours. Track stands, fences, pub- 
lic address systems, restrooms, or the lack 
of them, will determine spectator capacity, 
safety, interest and comfort. 


Fund Raising 

Insurance and course rental—or track 
construction—cost money. Traditional 
fund-raising activities may be applied to 
promoting two or three hundred dollars 
for a school race. But methods outside of 
car washes or bake sales also may be 
employed. Assuming the race is well pub- 
licized and attended, a moderate spectator 
gate admission will generate revenue. A 
$5-per-rider entry fee and donations from 
local businesses will help too. In some 
cases, one large firm has picked up the 
tab for PR reasons. The hard part is get- 
ting money without relinquishing control. 
A big-bucks, blood-and-guts race can be 
seen anytime. Ideally, high school racing 
should be different, run by and for stu- 
dents, and not to oil some business’s pub- 
licity machine. 


Prizes and Awards 

Trophies are nice. Nevertheless a 
chance to win some boots or a helmet can 
mean more to a young rider racing on 
a paper-boy budget. In high school moto- 
cross, schools with good luck and hard 
workers have come up with fantastic 
prizes donated by local merchants or 
bought with extra funds. Woodshop 
classes have manufactured beautiful 
turned-walnut trophies as an alternative 
to massed-produced trophies. Some ac- 
quire win-place-and-show hardware from 
a combination of sources. The trick is to 
get some far-out prizes and still avoid 
rampant commercialization of the event. 


Organization 

The people who do the work, handle 
the scoring, crowd control, and enforce- 
ment of the rules are the key element in 
organization. Experienced people who 
know motocross should assign rider 
numbers and score the races, quickly 
posting moto results and rider ID. Others 
must decide where spectators may and 
may not go, in order to prevent injuries, 
or thefts: from the pit area. Whether 
they’re rent-a-cops or lettermen, someone 
must control pit racing as well. 


Presenting the Case 

A would-be school promoter who 
wishes to persuade an administration or 
school board to sanction his race as a 
school activity should be able to answer 
their questions. deal with their fears. and 
possess a persuasive sincerity. Faculty and 
fellow students will prove invaluable 
allies. A detailed plan covering everything 
about the proposed race, a number of 
letters written to the school and commu- 
nity papers, and a smiling delegation of 


articulate campus motocrossers will like- 
wise help to win the case. 

Calm, reasoned presentations by a few 
students works well with school adminis- 
trations, but when the time comes to put 
it to the school board, it’s time for all out 
enthusiastic mass support. After the dyna- 
mite plan presentation, supporting testi- 
mony must be recruited from friendly 
interests—parents, community leaders, 
local businessmen, student leaders. And 
plenty of people in the audience busy 
smiling away are also important. 

High school racing often involves many 





Push-ups are old 
stuff in school 
athletics, but 
girls racing may 
be more than 
some old-school 
coaches can take. 





students who are tuned out of traditional 
school sports—this point counts heavily in 
an era when schools are supposed to be 
“relevant” to students. Students who are 
interested in bikes need, desire and de- 
serve appropriate school programs. Sim- 
ply because motocross racing is new 
makes the sport no less important than 
the traditional sports activities of football, 
basketball and track. 


Alternatives 
If all of these approaches fail to con- 
vince school officials to sanction your 


motocross, don’t give up entirely. Ascer- 
tain the weak points of the opposition and 
work on countering opposing arguments. 
Improve portions of your case that didn’t 
quite work, and polish those that did. 
Look for more support; then try again 
next year (or even next month). 


Non-sanctioned High School Races 

A non-sanctioned race can be very sim- 
ple. They’re held at established tracks, 
which usually have their own insurance, 
and the paid promoter usually runs the 
event. All the students usually must supply 
are racers, spectators and money. 

In a few cases, students may have to 
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supply scorers, flagmen, ambulance, in- 
surance, track rental and preparation 
fees—everything short of the track itself. 

In other instances a promoting club may 
just add a high school race to its regular 
race program on its regular race day at 
some track. All it takes is finding a pro- 
moter willing to do it. 

Over a four month period early this 
year, 16-year-old Mike Thatcher of Dia- 
mond Bar, California planned a three 
school race he hoped his school would 
sponsor at a nearby raceway. Able to 
answer every question asked by appre- 


hensive administrators, Thatcher was sure 
of success. 

Elaborate schemes to finance the moto- 
cross were abandoned when Mike con- 
vinced Yamaha International to bankroll 
the contest as a publicity venture. 

The school district superintendent 
backed out two weeks before the set date, 
calling for an investigation of liability by 
district lawyers. 

Yamaha, still interested in high school 
motocross, sponsored a non-sanctioned 
series involving over 40 schools at the 
track Mike had planned to use for his 
race. High point riders from each event 
became eligible for the Superbowl inter- 


mission moto. 

Pleased with the series, Yamaha started 
negotiating with the California Interscho- 
lastic Federation (which controls school 
sports in that state) to obtain a 1975-1976 
statewide sanction for the program. Com- 
pany officials feel that a nationwide series 
is a possibility within two years. 

Thatcher and his friends raced in the 
non-sanctioned Yamaha series. 


Gas It 
High school motocross, both sanctioned 
and non-sanctioned by school systems, is 





still relatively free of the common “go out 
and get blood” hysteria of high school 
football. Its greatest threats are the vicari- 
ous athlete-parent syndrome and the 
big-bucks exploitation. In spite of these 
potential spoilers, high school motocross 
still beats chasing around an inflated pig 
bladder. 
Sources 

E. Broox Randall, Inc. 

1132 N. Vine St. 

Hollywood, CA. 90038 

213/462-2111, ext. 250 


CMC 
Box 1402 
Costa Mesa, CA. 92626 © 
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SUZUKI APACHE Continued from page 59 


J 
YOU was asphalt scratching on tight secondary 


roads. It would hold a precise line, 


wouldn’t wiggle and was virtually unpass- 
able on really demanding, twisty roads. 
The new L-model. however, tends to over- 


steer in turns, it wants to dive and hunt 
The ‘‘New Bell Star’ on certain road cambers. The chassis or 
i ia i iei suspension (or both) let the bike squirm 
gives 120 peripheral vision more often than the old model. The block 
pattern compromise tires certainly are not 
ideal for asphalt; nevertheless the new 
Apache doesn’t handle as well on the 
street as other enduro bikes shod with 
similar tires. 
The new Apache’s handling in the-dirt 


moe * is markedly worse than the street. Known 
T” dirt roads with good traction and minimal 
hazards can be traversed at a moderate 


pace with some sense of security. Once 


certified by the Safety Helmet Council of America the leram becomes slippery or marbly the 
impact resistant fiberglass shell with expanded polystryene Apache 3 top-heaviness (more than the 
padding tall XL350 Honda with its high center of 
can be used with goggles or other face shields; comes with snap gravity) gives the rider the feeling that the 
on visor`shield. tires will squirt out from under him at 
any time. 


meets A.N.S.I. Z90. 1-1971 standards 


“THE ENTHUSIAST'S SUPPLY HOUSE” 


© C KK Motorcycle Supoly 


KK SELLS 31 E. 3RD ST., DAYTON, OHIO 45402 (513) 222-7818 
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UPHOLSTER ANY VEHICLE—START 
WITH YOUR OWN CAR OR VAN! 
A business so big, growing so fast, you 
need an appointment in most auto trim 
shops! Send for FREE MASTER PLAN, 
ILLUSTRATED BOOKLET on learning 
auto upholstery and interior customizing 











T aT in your spare hours. No experience 
(le needed. VET APPROVED. 
= - 1| _ AUTO UPHOLSTERY INSTITUTE, 
CHAIN GUAR FREE BOOKLET 1205 W. Barkley, Dept. KCYC2 Orange, CA 92668 
he motorcycle chain lube ; 
THE EXCITING 
Motorcycle Industry In off-road handling and comfort. Su- 
y/ WANTS YOU zuki has gone backwards in several areas 
ý 5 of design with TS400L. The frame cradles 
Trained Mechanics iare desperately needed the large engine far higher than is neces- 


for the huge motorcycle service market. 


MAKE $8,000 to $12,000 yearly 


sary. With the rise of the engine comes 
increased foot peg and saddle heights 




















as a Motorcycle Mechanic which lessen stability at cross-country 

Investigate our protessional training program ` p >. 5 n A 

S E TOE = a ae o speeds. The newest motocross-type front 

ree Dee forming, Bay And evening, scnedules forks are longer than previous models and 

If you are 16 or older and want a high-pay career the 2l-inch front wheel has a 1.25-inch 

inha booming motsreyole| industry —sclnon! larger radius than the old Apache. These 

__Calll (816) 421-3901 Today _ two changes raise the front of the motor- 

or write: STANDARD TECHNICAL INSTITUTE cycle nearly two inches. Even with a 

WET WT. 17 07.6015 UTES j AARONON, a downswept exhaust the TS400L has a 

aa aniti ai whopping 9.5 inches of ground clearance 

Name at the bottom of the muffer. All of this 

AMERICAN PJ COMPANY Address unnecessary height gives the bike a scary, 

Division of PJeff Corporation j teetering feeling when trying to ride 
15840 Ventura Blvd. oo quickly over rough terrain. 

Encino, California 91316 Phone Use of the motocross forks on the new 

(213) 986-3413 Age VETO = Apache would seem to be a good decision, 

C-1074 ~~ Approved for Veterans’ Benefits u but that’s not the case. Cycle’s fork com- 
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Making Kenny run. 


These are the men behind Kenny Roberts’ 
successful bid for the °73 AMA Grand National 
Championship. Shell Thuet (on the right). Kel 
Carruthers. And, of course, Kenny Roberts. 

“Shell tunes my Yamaha dirt trackers with 
Champions,’’ says Kenny. ‘‘And Kel tunes my 


SPECIAL LIMITED OFFER 
New! Get Champion's wide steerhide 
belt with distinctive metal buckle. 







Details available at motorcycle 
dealers and distributors. 











Yamaha road racers with Champions. In fact, r à 2 

I use Champions in everything I own. Including l 

my cars, my bikes and my airplane. I just feel CHAM PION 
more secure when I have Champions in. They’re l : 
super spark plugs.”’ Toledo, OH 43661 


We've got your plug. 





Here now, for the first time, the 
sensational ARAI RD-6 ‘’Rebuildable”’ 
Safety Helmet—The helmet whose in- 
sides “come apart” piece by piece. 
Now—you can wash the inside of your 
helmet and have a clean head and if 
part of the upholstering is worn or 
damaged it simply can be replaced 
without discarding the rest of the 
helmet. Another feature...the RD-6 
can be “tailor fit” to your head the 
way you're most comfortable, by sim- 
ply adjusting the headband and adding 
or removing insert cushion pads. 

You wash your socks, clean your 
leathers, why not wash the sweat and 
dirt from your helmet? Make your 
next helmet an ARAI RD-6—The 


Rebuildable (and Washable) Helmet. 


The ARAI RD-6 is Snell-70 approved 
and, of course, meets Z90.1 standards. 
Available at better dealers everywhere, 


MOTORCYCLE INDUSTRY COUNCIL 


CIRCLE NO. 40 ON READER SERVICE PAGE. 


DUNSTALL-NORTON 810cc 
INTERSTATE-COMMANDO 
MOTORCYCLES 
$1750.00 each 


RICKMAN-ENFIELD 750cc 
CAFE-RACER based specialty 
$1695.00 


motorcycles 
Spare Royal Enfield series “B” 
.. $ 550.00 
$2100.00 


engine unit complete... 

BOTH ABOVE 

Offers subject to stock unsold, FOB 
Winnipeg, Man. Prices slightly higher 
to Canadian residents due to Canadian 


Gov't 12% sales tax, which is NOT 
APPLICABLE to USA residents. 


CHARIOT CYCLE LTD. 
BOX 3534, STATION “B” 
WINNIPEG, MAN., CANADA R2W 3R4 
TEL.: (204) 582-6123 


Free “goodies” Catalog on request 
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send for 


CATALOG 


5 Chuck full of off-road, 
j camping and touring 

items for you and your 
truck. The greatest 
selection of wide 
wheels, tires, roll bars, 
portable sinks, cook- 

~ ing stoves, and much, 
much more are avail- 
able. 

Foreign requests please 


Write to: 
send $1.00 for special 


DICK CEPEK €.. <a 


9201 CALIFORNIA AVE. SOUTH GATE, CA. 90280 
© COPY RIGHT 1974 DICK CEPEK, INC. 











parison (July. 1974) revealed that Japa- 
nese forks generally lack good suspension 

ee The TS fork suffers from over- 

damping: so great is the hydraulic re- 
bound restriction, the fork won't return as 
quickly as it is compressed. In a series of 
bumps or dips the fork continues to dive. 
or fails to return to full extension in each 
successive depression. Finally. youcan end 
up on your nose before you know it. 

The spring tension front and rear seems 
to be well in line of compromise stan- 
dards. Most riders. light or heavy, have 
all the tension they need without getting 
a bone-jarring ride. The rear shocks, in- 
verse of the forks. have very gentle damp- 
ing that fades away when hot. 

Further deterioration of steering control 
comes from mounting a great deal of 
street equipment on the fork assembly. 
Rather than using a smaller diameter 
headlight and lighter plastic housing. Su- 
zuki has attached a very heavy chrome 
steel unit on the Apache. It is too heavy, 
and it lacks the pliability of plastic. The 
bright chrome produces constant reflective 
glare into the rider’s eyes. The instru- 
ments are mounted on a Steel plate and 
shake vigorously as the engine trembles. 

With the bug-eyed headlamp projecting 
eight inches in front of the steering stem 
center. and the bulk of the turn signals 
jutting out to the sides. there is consid- 
erable pendulum effect on the steering. 
It’s like hanging a five pound weight out 
on the end of the front fender. This effect 
makes straight-line stability on dirt down 
hills a breath-holding experience—even 
for veteran riders. On slopes and level 
ground. soft terrain seems to invite the 
front wheel to drive for the side and slam 
the fork assembly to its lock. 

The saddle and foot peg locations are 
in normal relationship to most torsos. The 
saddle is three-quarters length and has a 
hand strap for passenger security. Buddy 
pegs are also included. At 21 inches long 
its shorter than the little 185 Suzuki trail 
bikes while being a full one-foot wide at 
the rear. It's too short for two up and too 
wide for passenger comfort. Solo riding 
makes the hand strap roll over and wind 
up like a large rope to wear harshly on 
your bottom side. In the dirt the forward 
slope of the vinyl-covered seat continually 
drives the rider up on the gas tank. You 
are constantly pushing yourself back with 
both arms and legs—very fatiguing. 

Getting astride the machine requires a 
different approach even for long legged 
riders. You must stand back far enough 
to clear the right rear turn signal as you 
swing your leg over the saddle. Half the 
time we > forgot (habit) and cracked our 
shin. But then we evened it up by catching 
our right Achilles tendon on the high tail 
light each time we dismounted. If you trail 
ride often enough the problem with get- 
ting on the Apache will solve itself. The 
first time you slide out or fall on either 
side the turn signals will snap off. 

Operating economy is certainly sub-par. 

CYGLE 
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HORSEPOWER AT REAR WHEEL 


HOOKER 18 
HONDA 13 


The winning results. Tough, off-the-shelf 
horsepower from Hooker. Hooker tuner 
#26280 and the Honda MT 250 were 
thoroughly tested on the Stuska dyno at 
Hooker’s California facility. Barometric 
pressure, humidity, room and carburetor air 
temperatures were considered. And the 
corrected horsepower readings showed 
Hooker’s superior performance. Increase of 
low end power. Quicker peak power. And 
Hooker held the power longer. At 6000 
r.p.m. it was Hooker 18 horsepower over 
Honda 13. Increased and lasting horse- 
power from Hooker is the winning differ- 
ence. When you’re ready for more. Get 
HOOKER. 


Available at better dealers for popular two and four cycle bikes. 
For complete information and two Hooker decals, send .50 
handling to Hooker Headers, 1032 West Brooks Street, 
Ontario, California 91762 


KER 


oHEADERS 


1032 W. BROOKS eœ ONTARIO, 
CALIFORNIA 91762 e (714) 983-5871 
CIRCLE NO. 39 ON READER SERVICE PAGE. 
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The best gas mileage we got was on the 
road (below 50 mph) was 32 mpg. We 
averaged in the mid-twenties. Full up with 
gas this gives the Apache a limited 60-plus 
mile range: that’s far less than adequate. 
Finer tuning and a bigger gas tank would 
be absolutely necessary before making any 
out-of-town jaunts. Everything from han- 
dling to gas mileage will discourage a rider 
from using the È model off-road. Other 
than the torque characteristics of the en- 
gine, there’s nothing to recommend the 
Apache as a dirt bike. 

An electrical failure caused our first test 
bike to be exchanged for another. The first 
TS400L smoked profusely (using Suzuki's 
own CCI oil) while the second bike didn’t. 
The oil pump on the Apache is not ad- 


justable for flow rate (as are other types) 


so we can’t explain the differences. 

The all-new air-intake design attempts 
to reduce induction drone. The air box 
is located under the seat and the small 
foam element is readily removed for ser- 
vicing. The square foam element sits on 
the intake orifice like a hat. When removed 
the filter will dump loose dirt into the 
carburetor mouth. 

On the street the TS400L is noisy. 
smokey and not particularly pleasing to 
ride. Even with all its torque we had to 
rev the engine when leaving a stop light 
to assure that it didn’t suddenly cough and 
stop. The vibration is tolerable but not 
appealing. 

Both engines refused to run smoothly 
under steady throttle at any speed. There 
seemed to be a mis-match of carburetion. 
port timing and exhaust. On the asphalt 
the engines bucked and belched at uneven 
intervals. As operating temperatures rose 
and fell the engine would detonate with 
irregular loud pings and then let the piston 
rattle furiously. 

Suzuki calls the 400L an enduro bike 
but it falls short of those requirements 
except for the engine’s tremendous torque 
band. It’s less at home in the dirt than 
the XL350 Honda, 360 Yamaha Enduro. 
or even the Kawasaki 350 F-9 Bighorn. 
Where the old Apache could really give 
any bike a hard time on the tight second- 
ary roads, the new TS400L is a follower. 
not a leader. 

Suzuki changed the Apache because 
marketing research and buyers’ surveys 
told Suzuki that enduro bikes spend most 
of their life on the street. not the trail. 
Consequently they responded by attempt- 
ing to make the Apache enduro more 
streetable while retaining appealing off- 
road handling. comfort and performance. 
Their effort missed. 

Had Suzuki made the Apache more 
dirtable by using just a dash of their world 
championship motocross experience they 
would have had a tremendous big-bore 
enduro bike. But they went in the other 
direction and made the TS400L a me- 
diocre street machine and as well as an 
unacceptable dirt bike. In the process we 
lost an old friend. © 





KNOW YOUR BIKE 


Know how to tune it... to fix it. . . to rebuild 
it yourself. The TOTAL SERVICE MANUAL for. 
your bike will show you how to do everything 
from a minor adjustment to a major overhaul. 


9840 AJS & MATCHLESS SINGLES 

9841 AJS & MATCHLESS TWINS . 

3726 BMW all model 50, 60, 69, 

3727 BRIDGESTONE inc 50, 60, 90 & 175cc models ... 
3725 BSA all inc 250, 350 & 500—to 68 $4 


9603 BSA 2-cyl—650cc—63-72 

9650 BULTACO—all 125-250cc models 
0535 CZ—all 125, 250, 400cc—69-74 
3728 DUCATI—covers 160, 250 & 350cc models .... 
9614 HARLEY-DAVIDSON 1-cyl—all models—47-72 .. 


9613 HARLEY-DAVIDSON 2-cyl—all models—55-72 . 

9649 HODAKA—90 & 100cc —64-72 6.50 
3788 HONDA 50-90cc all inc Mini & trail bikes—63-74 $5.50 
9785 HONDA 1-cyl—100-250cc—70-72 5.50 
3751 HONDA 2-cyl—125, 160, 175, 350cc mdls—64-72 $5.50 


3752 HONDA 2-cyl 250-305cc twns—all mdls—62-68 $4.50 
3749 HONDA 450—all mdls—4 & 5 spd. trans.—65-73 $5.50 
9602 HONDA 4-cyl—350 & 500cc—72 $5.50 
3755 HONDA 750—all models—69-71 

0608 HONDA ENDURO—125, 250, Elsinore models . 


9779 HUSQVARNA 125-450cc—66-72 

3754 KAWASAKI 1-cyl—90-350cc—66-72 ... 

3791 KAWASAKI 2-cyl—250 & 350cc—66-71 $5. 
9601 KAWASAKI 3-cyl—350, 500, 750 inc S3—69-74 . . $5. 3 
9600 MONTESA—123-360cc—65-72 $7.5 


0505 MOTO GUZZI—V700, V750, V850 models—66-72 $7. 5 
3731 NORTON—inc Atlas, Scrambler, Electra $4.0 
9794 OSSA—all 125, 175, 250cc—/1-72 . 

3790 SUZUKI 1-cyl—-50-400cc—64-74 .... 

3792 SUZUKI 2-cyl—125-500cc—64-74 


9784 SUZUKI 3-cyl—380, 550 & 750cc—71-72 
3733 TRIUMPH 150, 200, 350, 500, 650cc—46- .9 

3753 TRIUMPH—all 500, 650, 750 models—63-74 .. $5.50 
3747 YAMAHA 1-cyl—all 50-80cc rotary valve—63- 74 $5.50 
3748 YAMAHA 1-cyl Enduro 5 & 7 pt—90-500cc—68-74 $5.50 


3787 YAHAMA 2-cyl—90-350cc—65-74 $5.50 
9775 YAHAMA 2-cyl—500, 650, 750cc models—70-74 $5.50 
0558 MINI-BIKE manual—covers all production mdls. $5.95 
0552 2-stroke manual inc Allstate, Benelli, Garelli . .$5.95 


PERFORMANCE TUNING 


3742 MOTORCYCLE CARBURETORS 

3741 MOTORCYCLE ELECTRICAL SYSTEMS . $4. 
1039 MOTORCYCLE TROUBLESHOOTING GUIDE—new . $5.95 
9802 TWO-STROKE carburetion & ignition—how & why $2.50 
3745 SPEED & HOW TO OBTAIN IT $2.95 


3743 PRODUCTION MOTORCYCLE RACING, How to ..$3.95 
9668 TUNING FOR PERFORMANCE—theory & practice $5.00 
9799 IMPROVING TWO-STROKE ENGINE PERFORMANCE $3.95 
9800 TRIUMPH TUNING—covers 500, 650, 750 mdls $6.50 
9801 TUNING for SPEED—for racing/competition .. .$3.95 


MISCELLANEOUS 


3746 HINTS & TIPS for motorcyclists 

9421 ALL ABOUT MINIBIKES a 
3738 ART OF MOTORCROSS—expert advice . 
9653 TRAIL BIKE—how to select, ride, maintain 
9605 ENDURO—techniques of cross country racing . 


$2.95 
3739 ITALIAN MOTORCYCLES—all makes imported ..$5.50 
9837 CASTROL MOTORCYCLE RACING MANUAL $5.95 
0618 NEW GUIDE TO MOTORCYCLING—cov. everything $5.95 
0626 HOW TO WIN MOTORCROSS Gary Bailey textbook . $5.00 


BASIC REPAIR GUIDES 


9452 BSA 250cc—1954-68 ... 

9454 BSA B & M models—343, 348, 

9459 LAMBRETTA Motorscooter—to model LDB . 

9533 LAMBRETTA Motorscooter—all models—57-70 . 
9537 NORTON DOMINATOR TWINS—55-65 

9461 NSU QUICKLY—all models to 1965 

9536 VELOCETTE—single & twin cylinder models .... 
9463 VESPA Motorscooter—1951-58 2 
9464 VESPA Motorscooter—1959-63 ....... ER 
9465 VESPA Motorscooter—GS & SS models—55-67 . 
9466 VILLIERS engine—1- and 2-cylinder models 


ADD 75¢ POSTAGE & HANDLING TO ALL ORDERS 


CARBOOKS, INC. 2628 Atentie Ave. 


Brooklyn, N.Y. 11207 


Telephone orders (212) 342-0225 | 


O I enclose full payment of 
INDICATE BY NUMBER THE BOOKS YOU WANT 


ae TT ee 


PLEASE PRINT OR TYPE NAME AND ADDRESS 

















SATISFACTION GUARANTEED OR YOUR MONEY BACK 
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PAULSON | 
IS FIRST 


SEE YOUR DEALER FOR THE 
ee PAULSON LINE- 


CAN-AM Continued from page 34 


75-pound springs and located them 5 
inches in front of the rear axle. This com- 
bination provides the finest rear wheel 
control of any enduro bike we have ever 
ridden, Little bumps melt in the wake of 
increased travel, so you can remain seated 
through terrain that would normally 
shorten your backbone. The shocks don’t 
go away after a few hours, and they bot- 
tom only rarely with the spring preload 
adjuster in its middle position. Perhaps 
the most miraculous back-end charac- 
teristic is that the 250 Can-Am stays 
straight while bouncing high off of con- 








BARGAIN 
HUNTERS! 


DISCOUNT GOODIES 


Chopper 
Touring 
Repair Parts 


JUST A FEW OF OUR BARGAINS! 





secutive whoop-dee-doos. Honda Glas- 
iN FACE Up front, Bombardier has made two | pak Cross- 
important changes in Betor forks which i ovar urag” 

ipes 


PROTECTION 


PAULSON 


COMP SHIELD 


For competition, 
street or dirt. 


make them superior. Can-Am Betors have 
a two-way valve in the top stanchion nut 
which controls air pressure inside the 
forks. Excess compression pressure bleeds 
to atmosphere, thus preventing hydraulic 
air lock (which robs travel and results in 
a stiff ride). Air re-enters the stanchion 
as the slider pulls a vacuum on descent. 
The breather valve ensures free, consistent 
action which is uneffected by the amount 
or temperature of trapped air inside the 
forks. A second change involves a splash 
shield atop the piston rod which directs 
the geyser of oil generated by compression 











CB750 $66.50 


CB500 $66.50 


PAULSON Eee c ‘ r are Honda ‘‘Big 
BUBBLE SHIELD. onto the stanchion wall, from whence it Bore” Kits 
Gestened for tabili ® drains unhindered into the slider for in- €B750 900cc 
EEE os uy stant reuse in the valving system. The oil $125.00 
high speeds. in standard Betors shoots straight up when CB500 600cc 
the forks compress and is slowed consid- $107.50 
ans e a a a a imo 
FULL COVERAGE Spune ang a cee AR piece Finned 
§ stanchion wall. In a series of quick bumps, Cover Kits 
ie &, FACE SHIELD enough oil can be slowed enroute back (8 valve, 
a For full coverage to the slider to cause a shortage—which rotor 1-point 
NS helmets. Paulson will <a Rat SSG cover) 
tear-aways also RO . CB 750/4 
saint. While redesigning the piston rod, Bom- $21.00 kit 
bardier added a deep slot in the rod’s top CB 500/4 
ed i ify sli al, a 21.00 kit 
PAULSON VISTA || to ested the drain plug to facilitate oil ee a50/4 
VISOR & SHIELD $21.00 kit 


changing. The forks on our test bike were 
much too stiff with the 10-30 multigrade 
oil supplied, so we switched to ATF and 


A good-looking visor 
with a detachable, 
replaceable shield. 


got perfect action. In more than 800 miles 


Honda CB 750 


of testing over every conceivable kind of “Sunburst” 
PAULSON BUBBLE terrain, the forks never topped, and only Large Header 
FLIP SHIELD bottomed 10 or 12 times. Clamps 
Eat, drink, smoke The tires which come stock on the T’NT ae gie 


without removing 
your helmet. 


are unacceptable, because both the engine 





and chassis far surpass a universal tire’s 
capability in dirt. But since the Can-Am 
is street-legal in every state, and Federal 
law requires street bikes to be equipped 
with tires that the manufacturer is willing 
to certify as safe for street use, Bombardier 
lawyers will not allow Can-Ams to be sold 
with knobbies for reasons connected with 
product liability. We switched to a 3.50 


PAULSON FLAT 
_ FLIP SHIELD 


Same advantages of 
the Bubble Flip but 
in the “comp” style. 


Tanks, Fork Tubes, Handlebars, Cable Kits, 
Highway Pegs, Mufflers, Sissybars, 
Frames, Hardtails, Saddlebags, Wind- 
shields, Seats, Tires, and much more for: 
HONDA, YAHAMA, KAWASAKI, SUZUKI, 
TRIUMPH, BSA, NORTON, HD etc. 





All Paulson Shields come in a variety of 
colors and tints, and Paulson Safety Bead- 


ing is standard on all models. : 
x 21 Cheng Shin knobby up front and a FREE CATALOG 
MADE WITH PRIDE IN THE U.S.A. Trelleborg 4.00 x 18 in back and got ex- 
cellent results—at an added cost of $38. TOMBSTONE CYCLE 


PAULSON 


MANUFACTURING CORPORATION 
FALLBROOK, CALIF. 92028 


Brakes, like the tires, are likewise not 
up to par. On our test bike no amount 
(Continued on page 110) 


820 Kildonan Drive, Winnipeg, Manitoba, 
R2K-2E9, Canada 


CIRCLE NO. 41 ON READER SERVICE PAGE. 
CYCLE 
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SALE! 
Double Hall of Fame 


Specials hem oo than 


All American made 
















14 pe. Combination Wrench and Magnetic 
Screwdriver Set—No. 7414. 9 combination 
wrenches, 4/4” thru 3/4". Also S-K Magna 
driver with 4 bits. Vinyl pouch. If purchased 
separately, retail price would be $27.61. 


you SAVE $10.73 $1 6.88* 











This Great One 
great tool buys! 


Jr. 
Ae A = a double Hall of 
ommends S-K® feats eee 


21 pe. 1/4” drive Socket Set with S-K ratchet—No. 
4921-9. 9 sockets, 3/16" thru 4/2", 7 deep sockets, 
r; 2” and 6” exten- 


4/4” thru 4/2", ratchet; spinne 
| joint. Steel case. lf purchased sep- 


sions; universa 
price would be $42.81. 


arately, retail 
YOU SAVE $23.93 $1 8.88* 


Down a back 
-woods 
He road o 
Hala one ever drove nee in 7 
h eey Fox filmed his oe 
a a Hero”, T, 
. Junior’s drivi i 
into ; a 
si uia p Soll of eae E 
maa cal genius put him into 5 
H chanics Hall of Fame ie 
mechanic’s onl 
a | y as good i 
sate ea uses S-K tools ee 
geons scapel, an S-K ei ts 
s 












ratchet—N o. 4116-9. 


16 pc. 1/2” drive Socket Set with S-K 
13 standard sockets. 7/16" thru eA ues ratchet; 5” exten- an 
Ce na 17 fe handle. Steel case. If purchased sepa- at extension of hand and 
ey’ nd brai 
y’re balanced; help get a 
S 
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Project M-21 


@ It is, it must be said, possibly one of the 
best guarded stories of the entire war. 
No episode . . . be it the Siege of Stalin- 
grad... the Battle of the Bulge. . . no, 
not even the Crisis at Crachzynikalonyes- 
movapaltz or the Norden Bombsight Saga 
can equal the security that surrounded 
Project M-21. Even today, not all of the 
truth is fit for the public eye. So, in keep- 
ing with the finest and most respected 
traditions of this fine family magazine, we 
will not tell the best parts until all of the 
little children are tucked safely away in 
their little beds or have been otherwise 
rendered insensible. 

The whole point was the development 
of M-21. Now, to some modern analysts, 
Project M-21 may seem insignificant. It 
is easy to understand why, if one thinks 
of some modern analysts as a lot of 
know-nothings. However, if any credence 
can be granted their so-called rantings 
and ravings, a studied examination of the 
entire subject is in order. Fortunately, we 
do not have the time or space to go into 
such a study and you, dear reader, will 
have to take my word for it. And here it 
is: These modern analysts who say the 
planning for D-Day was more important 
than Project M-21 just do not know what 
they are talking about. 

It was a situation that simply smacked 
of wanting to be explained in Shake- 
spearian terms. For certain, D-Day was 
an historic and important undertaking. But 
could it have been pulled off without first 
having accomplished M-21? | hesitate to 
say yes, and rush to say no. | would only 
remind the reader of Richard III who lost 
his crown and other select parts, not to 
mention a Kingdom, for the want of a 
horse. Shakespear (or Shakspere, if you 
will) is very clear on all this. After all, few 
alive today (with the exception of those 
born after 1945) can forget the role played 
by the M-21. 

In times of war there is always that urge 
to get out a secret weapon, or some other 
device that will help maintain the public 
sympathy for the whole effort and stimu- 
late the belief that our guys are more 
clever than their guys. 

No more patent example was there than 
the gun that could shoot around corners. 
This marvel of mid-forties technology was 
the answer to a P.R. man’s prayer. On 
close examination, it seemed more the 
product of a Public Relation man’s imagi- 
nation. There it was in all its glory, with 
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a barrel on it that looked like a limp salami. 
A rifled salami at that. Picture, if you can, 
a Browning medium water-cooled ma- 
chine gun that has a ninety-degree bend 
in the middle of its water jacket. It was 
claimed that this device could shoot real 
bullets around real corners. What it did 
achieve was to shoot some real bull in at 
least three different languages. 

The elbow-spouter appeared in Popular 
Mechanics, Mecaniques Populaire, and 
an underground copy of Meccanica 
Verghera. It made almost everyone, the 
enemy being a noteable exception, think 
our chaps were really on top of the latest 
in everything. Especially since the Ger- 
mans had invented a similar weapon not 
three months before. The big difference 
between the German model and the Allied 
version was that the enemy gun was ac- 
tually tried out. We knew ours wouldn’t 
work to begin with. 

Another example was the super-flexible 
trampoline missile launcher. Mind you that 
in those days missile was pronounced 
miss-aisle and had no resemblance to 
what we now consider to be a missile. 
Once adjusted for train and elevation 
objects, mostly medieval in character 
such as stones and the like, dropped 
properly into the center of the trampoline 
would travel considerable distances with 
more or less devastating effect. Unlike the 
gun that shot around corners, this device 
was operable, and, although it did not 
prove to be a valuable weapon in terms 
of actual battle effectiveness, it did pro- 
vide the troops with entertaining physical 
exercise which is in itself a valuable con- 
tribution. As any commander of men can 
tell you, a healthy command is a fighting 
command, which is to say, a healthy 
command is a happy command, espe- 
cially if there is fighting to be done, which, 
in time of war, is often the case. 

Yet a third device was of German de- 
sign. Called “Goliath,” it was a small 
radio-controlled tank model made to carry 
a charge of explosives to somewhere you 
maybe couldn’t get some half-baked hero 
to carry it. It did not get much use, per- 
haps proving that it didn’t work so well 
as it was advertised in the press, or per- 
haps proving that there were more half- 
baked hero types around to carry the 
charge than it was expected. Current-day 
military analysts tend to believe the latter 
without ever having considered the 
former. 


Without citing more examples of how 
the various forces tried to out-do one 
another in the area of highly publicized 
secret weaponry, suffice it to say that it 
was done wholesale. 

Project M-21 was not one of these pro- 
grams. It was inevitable, however, that 
some of the carnival atmosphere of war 
should creep into the process, and so 
what started out as a fully serious mean- 
ingful attempt to set the course of military 
motorcycle development for the decade 
to come (and thus incidentally influence 
post-war manufacture) did actually dete- 
riorate at points into what is now often 
laughingly referred to as an “operation 
world-beater.”’ The world-beater complex 
survived the war and empire although the 
M-21 project—to put the British dispatch 
rider aboard the best bike believ- 
able—barely survived its inception. 

As it happened, and we are assured 
that this is the pukka version of the story, 
it was just after Whitehall gave the pro- 
gram its grudging blessings and the proj- 
ect leader had been chosen. 

Chosen for the post was Sir Basil Basil, 
at the time Royal Signals, Retired, and 
before that OBE, OBA, BHP, and QED. 
Sir Basil had been in on the motorists first 
big war and at that time had been pinched 
on numerous occasions for moving viola- 
tions. Sir Basil's citations were not alone 
among his other qualifications, but they 
were outstanding. 

A few high points in his folder seemed 
to further qualify him for the job. One was 
the recommendation of Lord Fothering- 
son of Hollycoast, the famous munitions 
magnate. To have the blessings of Lord 
Fotheringson was to have it made for life 
or 100 years, whichever came first. It was 
word of such power as to insure the im- 
mediate success of any in its possession, 
though Sir Basil must have appeared a 
poor example of its worth, such was his 
run of luck. Like the cycling accident that 
severed his right pinky giving him a dis- 
tinctly oafish appearance at tea. 

And the incident that almost ended the 
M-21 affair at its onset, when the Austin 
Seven he was austerely motoring along 
in at 15 mph suddenly and inexplicably 
turned turtle, dumping Sir Basil rather 
unceremoniously on his overseas cap. 
Dumped but undaunted, Sir Basil, show- 
ing the pluck that he was so noted for, 
thumbed a ride on a passing Rudge Multi 
and was on his way again. A verbal ex- 


change between his chauffeur-of-the- 
moment and a produce lorry driver nearly 
turned to fisticuffs and a slipping drive 
delayed his arrival more, but Sir Basil did 
in the end arrive at his destination. 

That destination was for a time a very 
closely guarded secret. The location had 
been chosen carefully by MI-5 so as not 
to arouse suspicion. The place chosen 
was a cozy flat over an upholsterer’s shop 
in the London suburb of Twickenham. 
It was to serve as the office, drafting room, 
and what would have been the think-tank 
for the group if such thinks had been 
thought of at that time. As it was, that 
function was served by the drawing room 
and, on less formal occasions, the lounge 
of the Rose and Crown down the street. 

This very comfortable arrangement did 
not last long, for, as already mentioned, 
the cover was soon blown. Sir Basil in 
an outburst of group pride had caused 
a large gold-leaf-on-deep-blue sign to be 
painted and installed at the eaves, pro- 
claiming to all who could read that this 
was indeed the headquarters of a ‘‘Proj- 
ect M-21.” At the least, although the loca- 
tion had been temporarily revealed, its 
purpose had not. None the less, all of 
the MIs—5, 4, 3, 2, and 1—were all sorely 
vexed by Sir Basil’s conduct of the matter 
and they threatened to take away his 
security clearance. It was in a state of 
disbelief that they dropped the matter 
when Sir Basil announced that should his 
present security clearance be dropped, 
he would simply go get another one. 

So it was with cautious skepticism that 
the security agencies greeted Sir Basil’s 
proposition which arrived by dispatch 
rider the next afternoon. Their initial un- 
easiness was soon allayed by the sheer 
brilliance of Sir Basil’s note, which is 
quoted in toto from his own memoirs: 

“CABLES SECRET EXDIAL MOTOR- 

CYCLE SHOP BEST PLACE HIDE MO- 
TORCYCLE SHOP” was the first line and 
it had them going for a bit over at security. 
Why, they wondered, had they not 
thought of it first? The genius of it was 
apparent on sight. 
“FOTHERINGSON AGREES,” the mes- 
sage concluded. This added fillup was not 
wasted. It may not have been needed, but 
not wasted. 

The last appendage insured the sug- 
gestion would be accepted, and it is a 
tribute to Sir Basil’s contempt for red tape 
that he did not have his secret message 
encoded, thus ensuring its more speedy 
handling. Be it his wit, or just another 
device to hurry things up, Sir Basil always 
tacked a red “This End Up” label to most 
of his correspondence. He was always 
to be found rummaging about in card and 
gift shops for some little sticker he’d find 
appropriate to stick on his letters. 

Selection of a site posed certain prob- 
lems. The shop location had to be so 
chosen that it would not be in a busy 
commercial area. It would not do to have 
it be so well-located that it would have 
customers coming in and out all the time 
interrupting the development work. On the 


other hand it would appear unnatural if 
the shop were placed in such an out-of- 
the-way neighborhood that no customer 
would patronize it. 

The dilemma was solved once again by 
the genius of Sir Basil himself. Rightly 
reasoning that an out-of-the-way shop 
would be more conducive to productivity, 
and that one without customers would 
raise suspicions, Sir Basil opted for a 
bad location and had orders issued to the 
effect that all local service personnel were 
to bring their bikes to the shop for service 
whenever possible. This, he was sure, 
would bring an adequate flow of imitation 
business to the store. From a rational 
point of view, Sir Basil had it down pat. 
In practice, however, the idea did not pan 
out entirely as expected. In an effort to 
be completely authentic in appearance, 
the Project M-21 workers at first actually 
tried doing repairs on the bikes brought 
to the shop under Sir Basil’s orders. As 
might have been expected... but wasn’t 

. was the fact that while the Project 
people might be very good planners, they 
were a bit weak on the dirty-work. This 
caused no end of problems when a 
number of “customers” threatened to sue 
for poor service. The practice of mechan- 
icing was soon ended and a proper cover 
was maintained by keeping some old ma- 
chines in partial disrepair around the 
benches. One workshop wag noted that 
they could have set up in a much more 
convenient area, and, by doing some 
actual repair work, they would shortly 
drive away all possible customers and not 
be disturbed in the least. 

In the interest of security, some inter- 
esting lessons were learned. One day 
early in the project, a casual window- 
shopper was heard to remark that the 
shop looked too clean to be much of a 
motorcycle business. The workers, all 
military or former military men, went 
through the usual daily cleanup routines 
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they had learned in Army life. This habit 
had to be dropped, and it was. No sooner 
had the orders come out than the men, 
with great dilligence, became as slovenly 
as civilians. In no time the place was a 
mess as fit such an establishment. 

Other little details were likewise noted 
and remedied in turn. One was the hard- 
to-shake habit of saluting. Even Sir Basil 
thought this was out of place in what was 
supposed to be a bike shop, and so, even 
though it went against his disciplinarian 
grain, the men were ordered to stop sa- 
luting on the premises. Hat-tipping was 
substituted for saluting at first, but this 
too had to stop because it was rude for 
them all to go about with their hats on. 
Other articles of clothing were proscribed 
in time, such as the black suits, bowlers 
and umbrellas worn by the supposed 
“mechanics.” They really looked out of 
place, but no more so than Sir Basil who 
occasionally forgot and came into the 
shop in full-dress uniform. At such times 
one of the quicker wits would pop right 
up and sell him something. He would then 
depart, go home and change, and return 
properly attired as the proprietor. Of 
course Sir Basil considered a hounds- 
tooth track jacket, mauve plus-fours and 
a deer-stalker cap to be the proper attire 
for motorcycle shop owners. How little we 
all Knew then, that this would, in thirty 
years, indeed be the vogue. 

The clouds of war had long since spilled 
their venomous rains on Europe and En- 
gland and still the M-21 group had yet 
to come to terms with its assignment. Nay, 
it had yet to come to grips with it. For 
reasons of security (that bugaboo of 
progress) no mention of the intent of the 
program was to be made save by duly 
authorized personnel. This classification 
mostly included Sir Basil and his Chief 
Deputy, Nazio Fine, Lt. Col. RAS Ret., Reg. 
Ltd. Etc. 

What havoc was almost wrought upon 
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M-21 by this seemingly innocent circum- 
stance. Yet as it developed, neither Sir 
Basil nor his adjutant Lt. Col. Fine, both 
rather taciturn men, were about to men- 
tion the project. Thus it was almost two 
months before anyone in the organization 
would acknowledge that they were even 
there for the same purpose. Certainly, 
there was cooperation all around in all 
matters, but only so long as no one men- 
tioned what it was all about. A conver- 
sation between Sir Basil and Lt. Col. Fine 
went, reports have it, something like this: 

“Good Morning, Sir Shop Proprietor,” 
Fine would say, “Sir.” And click his heels. 

“As you were,” Sir Basil would greet 
what was supposed to be the firm’s book- 
keeper. ‘‘Morning report, Number Two.” 

Fortunately none of this was ever over- 
heard by any but the group people who 
at such times would stand up and tip their 
imaginary hats to each other. 

Fitting out the physical plant was not 
much of a problem. Lt. Col. Fine con- 
tracted for the delivery of tools, display 
cases, posters for the walls, signs for the 
windows and the like. These were all 
obtained from either Army sources or for 
nothing or cheaply from civilian suppliers. 
Some troubles arose when it came to 
laying in parts, and accessories, to finish 
off the camouflage. Between them, Sir 
Basil and Fine did not have sufficient 
commercial credit to ‘‘go into business.” 
If devolved upon the Army to pay out cash 
for everything, an unusual situation at best. 

Procurement of machines for the 
“showroom floor” was less of a problem 
than anything. By curious coincidence, 
one of Lord Fotheringson’s many facto- 
ries was in the business of manufacturing 
motorcycles. What simpler or more eco- 
nomical means of supply could there be? 

The machines were rather crude single 
cylinder side-valve affairs but although 
lacking almost completely in either style 
or grace, they had hearts (and parts) of 
iron. As with most other bikes of the time, 
the suspension was rigid aft, and more 
or less inflexible forward. The lightly 
sprung solo saddle offered a small degree 
of comfort, and the available pillion seat, 
mounted directly to the solid steel rear 
fender, offered none at all to any passen- 
ger unfortunate enough to wind up sitting 
on it. Unsurprisingly this model from the 
Beamish Square Arsenal works was 
named the ‘‘Solidly.” 

It was, without question a solid piece 
of work, as solid and reliable as could 
be, the only limitations being its electrical 
system. This failing, while widely ac- 
knowledged by the knowledgeable (and 
the motoring press as well) was mostly 
ignored by a small but loyal buying public. 
Said small buying public, under question- 
ing, would only ignore whatever electrical 
malfunctions were being pointed out and 
submerge the sacriligious one in a sea 
of hot buttered nostalgia, purebred patri- 
otism, and pleas to the contrary. They 
chose to ignore the innate tendency of 
the magneto to pack it in at the least sign 
of humidity, an unblemished record of 


voltage regulator failure and the inconve- 
nient characteristic that caused the bat- 
tery to fume, melting its hold-down strap. 

Said small buying public refused to 
admit that the wiring was poor and ill- 
directed, or that the rubber used for in- 
sulation was more likely to harden and 
crack within the year instead of two. This 
last complaint could be met with the ob- 
servation that, with the war on, the quality 
of rubber would deteriorate even faster 
than the old rubber. This was a reason- 
able approach, considering that plastics 
were not yet in any way ready for wide- 
spread and practical use. Even if they had 
been it was doubtful that Beamish, a slow 
moving and conservative old firm, would 
have used them. 

So these, then, were the models that 
sat on the showroom floor at the imitation 
motorcycle shop. Interestingly, they had 
not been chosen to drive away interfering 
and unwanted customers, but to please 
Lord Fotheringson, whose pleasure was 
always sought, almost as much as his 
favor was. Their general effect was in all 
ways superb, at the same time giving the 
shop a good appearance and keeping 
away the odd customer or two that might 
happen in. This feature of those models 
was not pointed out to Lord Fotheringson, 
whose accountants held out great hopes 
for his investment in Beamish. 

All of this sorting out and problem-solv- 
ing took place during the first two or three 
months that Project M-21 was in exis- 
tence. That, at least, is the official version. 
Information currently available indicates 
that the time period was more in the na- 
ture of six months, since it is inconceiv- 
able that Sir Basil, a gentleman of lei- 
sure at the time, could have mobilized in 
less a portion than that. That is not to 
say that Sir Basil did not handle all matters 
within the scope of his command with the 
utmost dispatch. His dislike for red tape 
was well known. It does seem, however, 
that after his aforementioned scrap with 
the security people, and the apparent lack 
of communication with his adjutant, Fine, 
that Sir Basil became for a while overly 
security conscious, and that served to 
slow things down even more so. 

Noteworthy for its cleverness, in spite 
of the delays it involved, was Sir Basil’s 
order that all of his command should learn 
code, and communicate all M-21 matters 
in that code. Interesting, perhaps per- 
plexing, was Basil's choice of pig latin. 

“Isthay ingthay ontway itfay onay atter- 
may atwhay eeway ooday,”’ came a plain- 
tive missive from the try-and-error lads. 
They were referring to an experiment 
involving 19” wheels and 21” tires. 

“‘Ifay ouyay onday ucceedsay, ytray, 
ytray, cteray.,’’ came the reply. 

Whether pig latin was an effective 
code or not, all the men became quite 
fluent in it before it was removed as the 
basic secret communications mode. 
There is sufficient evidence to prove their 
proficiency, as a visit to the old premises 
can show remnants of their writings on 
the bathroom walls. 


Other attempts at standardizing a code 
for the outfit fell on more disastrous times. 
One rather shabby device used was to 
use number/alphabet code of the sim- 
plest sort, but to have the sender make 
it up in the form of a parts order. While 
this may seem to have been innocuous 
enough, the code messages were often 
mistaken for actual parts orders. The 
enormity of trying to fill parts orders made 
up of imaginary part numbers must indeed 
be staggering. A genuine parts man would 
have gone berserk under the load. Oc- 
casionally, a message would coincide 
with some actual part numbers and be 
mistaken for a genuine order, rather than 
a message. The obvious confusion this 
system generated soon caused the insti- 
tution of yet another system which served 
the group from that time forward. 

It was easily determined that if anumber 
of people were to stand around and talk 
about a given subject long enough, the 
subject would become totally confused. 
It was this system that was finally adopted, 
and it should be mentioned that the very 
same technique is in use to this very day 
in every nation around the globe. It has 
been found to be the best security code 
ever devised, and at least partial credit 
is due to Sir Basil and the men of M-21. 

Once clear of the problems of setting 
up and all the usual early difficulties in- 
volved in moving so weighty an organi- 
zation as the Army things began to move 
rather smoothly. Sir Basil caught the 
knack of communicating his desires to his 
subordinates... remembered not to come 
to work in uniform. His subordinates 
caught the knack of losing Army routine 
. .. how to be inept and sloppy like civil- 
ians. It all became rather like a well-oiled 
family. The presence of the Black Horse 
around the corner didn’t help any. 

To the surprise of no one in particular, 
the assembled experts there at what came 
to be known (privately) as number 21 
Nogginside Alley came up with some re- 
ally startling designs, and, to most every- 
one’s surprise some of the early ideas 
were adopted for use by the service. 

In the early stages of development the 
single ideas flowered and were set down, 
later to be assembled into the bouquet 
that would be M-21. The footprint tire, for 
example. Here was the collective genius 
of the group displayed to best advantage. 
What a novel idea! Think of the sure- 
footed Ghurka mountain troops. Imagine 
a tire tread made in the image of their 
feet! The sheer glow of the notion blinds 
the unimaginative! 

From that one idea sprung others. As 
Sir Basil proposed in a meeting one late 
afternoon in the private lounge of the 
Black Horse: what if the surefootedness 
of the Ghurka trooper was not what was 
needed? What if the silence of a Bogside 
burglar was the thing? Could they not then 
go on and design a tire for that purpose. 
They could. And they did. But one devel- 
opment must lead to another, and, as the 
various foot-tread characteristics were 
applied to sundry tire types it was found 


that they left foot-prints which might not 
be desirable in full ‘‘heat of battle’’ con- 
ditions. Well and good to mislead the 
enemy into thinking there were Gurkas 
or foot-pads in the area, but what if you 
did not want them to think so? 

The answer was the “grass” tire. This 
was a shoe so patterned as to have long 
strands of rubber hanging off the circum- 
ference of the tire. Their intended purpose 
was to sweep clear any prints the tire 
might leave. The effect was a bit startling 
at first, but one could get used to it in 
while. It was the whipping sound that 
came up from the road or trail (more likely) 
that was so strange. More uncomfortable 
was the actual whipping effect on the legs 
when the tires were still new and the 
strands still long. They did, no matter what 
the discomforts, obliterate the prints, but 
left an odd track of their own, rather like 
a motorcycle shod with sagebrush. 

The coil-sprung solo seat was another 
product of the M-21 project. This fine idea 
failed to find full use although its potential 
was well noted at the time. It was an 
attempt to combine the comforts of the 
Harley buddy seat with the low cost of 
the standard issue bicycle-type item. The 
basis of the idea was to eliminate the 
costly plunger column used in the buddy 
seat, and simply use a large central coil 
spring. Riders who had the duty to test 
this device reported at the time that the 
vertical travel was ample to smooth many 
road shocks, but that there was an un- 
settling sideways sway when the machine 
was driven in anything but a straight line. 
The chief tester said in his report that 
some of his men had claimed a slight 





sea-sickness, but allowed on his own 
behalf it was just a thing riders would have 
to get used to. 

An oversight in the assembly of some 
wheels one day led to the invention of 
a really smashing training device. Some 
spokes of mixed length had been laced 
into a pair of rims. When tried out on the 
bike it was found that one could have the 
sensation of riding in the rough without 
departing the highway. This meant that 
novice dispatch riders could be trained 
on the conventional parade ground handy 
to their barracks without a long trek into 
the wild. That is what was claimed for it 
in Sir Basil’s report on the idea. Although 
the design did not gain the immediate 
popularity one might think it would, it crept 
into some later models, though inadver- 
tently perhaps. 

The group could hardly, in any honesty, 
claim the adjustable steering head as one 
of their children, but they did come up 
with one. An effort at a lower-cost mass- 
produced structure found the designers 
resorting to bolted lug frames. Cheapness 
was but one claim made for this method 
of manufacture. The frame could also be 
easily disassembled, making it ideal for 
highly mobile operations. The one draw- 
back to the system, discovered by one 
of the stalwart testing crew, was the fact 
that the frame would disassemble with- 
out warning. 

This episode brought a gloom over the 
whole project. It was hard to pinpoint, at 
the time, but it was this one little slip-up 
that had the greatest (worst), effect on 
the group. Morale seemed to ebb 
seriously after that, and not even the pep 


talks by Sir Basil himself could rally the 
troops’ flagging spirits. For a while it 
seemed that Project M-21 .. . the plan 
to put the British dispatch rider aboard 
the best bike believable . . . would fade 
with a sigh. 


But that was not to be. Britain would 
not have her ‘‘world beater’’ bush bike, 
but a machine she would have if it meant 
that Sir Basil had to hew it out of solid 
billet steel! That proved unnecessary, for 
Sir Basil proved to be no dummy. 

With his reputation and his career riding 
with M-21, Sir Basil knew he had to give 
it his all. He had to go all out. Spare no 
cost. Avoid no risk. He considered it all 
that day. That night he was ready. That 
night, he, and a hand-picked sub-group 
entered the darkened shop. In a few quiet 
hours the job was done, and done well. 
The next morning Sir Basil could deliver 
the results of his group’s efforts, the cul- 
mination of all the expenditures . . . all 
the design work . . . all the testing. The 
job was done. It was done in a way that 
would please most everyone. 

At home in his Morris chair, Sir Basil 
reflected on the evening’s work, and 
thought how well it would please Lord 
Fotheringson. He mused about how nice 
the olive drab paint job had looked on 
the Beamish ‘‘Solidly’’ after all the civvy 
stuff had been taken off .. . how sharp, 
the stenciled new name “BSA M-21” 
looked on the battery box. He dreamt of 
yet more citations as he drifted off to 
sleep. A job well done. ...a job well 
Ho ald elens ais 


—Mike Shuter 


BARRON STOREY 


\ 


- THE ROTARY-ENGINE 


IS COMING 


ail = Ss asa" G 


js 


ndchine ever made is mir JUNC the bend. 


[CIRCE > 30-ON DER SERVICE PAGE. 





"We swept 8 world records 
at Bonneville... Unbelievable! 
So was Superchain.” 


‘‘Pops’’ Yoshimura, world famous tuner and racing expert. 


If you’re into racing or not, a DenseLube Superchain on your 
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Our 1974 all-new, 220-page mail order 
catalog is the most complete catalog of 
parts, accessories, performance equip- 
ment, tools, and clothing for custom, 
street, competition, and dirt bikes. In 
addition to over 10,000 accessories, we 
have included several ‘‘thow to” articles 
that will really help you understand 
your bike better. The 1974 motorcyclist 
catalog is just the very best mail order 
catalog available. 
















ORDER YOUR COPY TODAY 


Name 
Address 
City 


State eee Zip 


fa 515 N. Victory Blvd. Burbank. Calif. 
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91502 (213) 849-7295 


ENTER 24 Hour order number 
110 














machine makes sense. Why? Because chain failure becomes 

~ -~ a problem you can just about forget. Forever. 

Superchain is the world’s only self-lubing chain. 
The Yoshimura racing team proved how durable 

it is when they set 8 world records at Bonneville 

without one single chain adjustment. You can 

have that same dependability with a Superchain 

on your bike. Because Superchain doesn’t 


a special racing chain. We don’t have to. 
Write for more information. 


JACWAL CORPORATION 


Manufacturers/Importers/Distributors of Motor Sport Accessories 
6337 Manchester Blvd./ Buena Park/Ca. 90602/(714) 523-7660 





More power to the Wheel... 
from Jacwal. 







MAKE SURE 
YOU CAN 
WALK AWAY 
FROM 
YOUR BIKE. 
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CAN-AM Continued from page 103 


of force would lock the front brake, and 
only great pressure would lock the rear. 
This soft braking provides adequate con- 
trol in most dirt situations, but there’s a 
large bush at the end of a straightaway 
in Baja that would argue the point. Gary 
Robison says nobody else has been critical 
of braking, so perhaps the cables or shoes 
on Cycle’s test bike were defective or 
somehow maladjusted. Water penetrates 
both hubs easily, but burns off quickly. 
Clatter from the rear brake on rough 
downhills is surprisingly minor despite a 
non-fully-floating design. The wheels sur- 
rounding these brakes consist of steel rims 
laced to conical alloy hubs with 40 spokes 
in a cross-three pattern front and rear. 
Spokes are retained in the hub flange by 
rubber buttons, so they can’t fall out if 
the rim gets dinged. Nor can they work 
free and puncture a tire should they loos- 
en. Security bolts clamp the tire to the 
rim front and rear. 

Other running gear items include un- 
breakable plastic fenders, a 2.5-gallon 
plastic tank (with a leaking cap), non-slip 
leatherette upholstery on a supple seat, 
Bombardier’s own levers and grips, a kill 
button, an accurate speedometer with re- 
settable odometer and a built-in spark 
arrester. Finish and execution match the 
best of Can-Am’s competitors. Certain 
ideas are incredibly novel, such as the 
gas-cap breathing system consisting of a 
slitted rubber diaphragm, and the rear 
turnsignal mounts, which simply suspend 
the flashers on rubber so they bend away 
in a fall without breaking. 

But in the end all the tricks and good 
looks are gravy compared to the bike’s 
brilliance in tough riding situations. Power 
and handling are so good that speed, more 
often than conservatism, is the best ap- 
proach to riding over tacky terrain. If 
there’s a bump, use the throttle to lighten 
the front wheel and the suspension will 


' handle it. If there’s a long, cobby hill, hit 


the bottom all strung out in third gear and 
pound it out. If a sharp turn suddenly 
appears, don’t grab the brakes and 
pray—gas the back end around and go. 
You'll be in trouble using the speed ap- 
proach to off-road riding on almost every 
other enduro made. That’s why the Can- 
Am is good. That’s why it’s worth its price 
tag of $1465 (which is still $245 cheaper 
than a Penton 250 Enduro). That’s also 
why it’s better suited to superior riders 
than average riders. If it isn’t ridden fast, 
there won’t be enough in its low-speed 
performance to offset the irritations of a 
low pipe, noisy exhaust, vibration, soft 
brakes, parts hassles, improper tires and 
mediocre bottom end. 

But for the good rider, these or a dozen 
other problems won’t dampen his excite- 
ment over the Can-Am’s steering, suspen- 
sion and power. If you’re up to it, the 250 
TNT will make you the best trail rider 


you are ever going to be. © 
CYCLE 


The motocrossin’ 
Moto-Bike. 


When a Yamaha rider rolls his motorcycle off- motorcycle handlebars and grips. Heavy-duty spokes 
the trailer, he knows his chances of winning the race are and wheels and motocross tires round out the Moto-Bike® 
better than most. That’s because Yamaha has a tradition bicycle. 
of building motorcycles that win. 2 With a Yamaha Moto-Bike® you get the 
Now Yamaha has built another winner Its nota mechanical superiority people have come to expect from 
motorcycle. Yet, it’s hardly’a bicycle. It’s the Yamaha Yamaha. You also get a share in the Yamaha tradition of 
Moto-Bike® Built especially for bicycle motocross. winning. From Yamaha, people have come 
At the heart of the Moto-Bike® is a real Yamaha to expect that, too. 
motocross type frame. And unlike many other dic cles, sa Visit your local Yamaha dealer 
the Yamaha Moto-Bike® hasishock: absorbers: ig today and see this exciting new 
dampened in front; spring- ‘loaded i in back. It’s oy f product. 


_ Someday you'll own aYamaha. * 
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HONDA CR-72 Continued from page 75 
PARTS & ACCESSORY 


WAREHOUSE 


engine, while the spring is a fixed value, 
you can get quickest action without float 






by using a higher acceleration in the 

: : BUY FACTORY:DIRECT..... , 
cam-controlled phase than in the spring from world’s leading manufacturer WE’RE NUMBER 
controlled phase. Usually, this is a ratio Assembled — ready to present ONE FOR 





of two to one, but in this engine, it is three. Whstecate tou; ten picts Msp | ACTION 4’S e DUNLOP 
Gs. dt peak rpm of 12.000. an incredibly | Atsticedocntntn KONI ° BELL » NGK 
high figure. S i Rush “pog” service YOSHIMURA * WIXOM 

A typical maximum acceleration from Distinctive designs VETTER—AND MORE 
automotive practice would be 600 Gs, Satisfaction guaranteed 








CARR’S HONDA 


6800 N. CLARK « CHICAGO, IL 60626 


312-274-7777 
$1 REFUND ON PHONE ORDERS OVER $15 


while Mercedes-Benz used 1200 Gs in the | Write for free catalog 
design of thei: desmodromic valve GP car Trophyland Usp imc. 
engine of 1954. This, then, is why Honda DEPT. C, 7001 W. 20TH AVE.. P.O. BOX 4606, HIALEAH, FLA. 33014 
never bothered with desmo valves; they 
could get the same results without all the 
added complexity and bulk. 

Feeding the inlet valves through an inlet 
tract of 255mm total length are a pair of 
the familiar sand-cast Keihin racing carbs, 
on rubber mounts. These 29mm instru- 


ments are built to stay together, as every- z A WS Pie 
e OrSrayi TOE VEN Yr Hotoreyces 
thing that turns is secured by lockwire or ay $ \ - | [soa boots 


special tabwashers. 

The exhaust valves speak into a pair 
of 520mm long, 35mm ID head pipes 
that join long, straight-taper megaphones 
that enlarge to 90mm ID over 760mm. 
These gradual pipes were a Honda trade- 
mark, and are designed to exert a long. 
mild suction on the combustion chamber 


over a wide speed range, rather than a | $10.98 $10.95 


powerful and closely tuned one in a nar- | Complete Tune-Up Kit ExacTime is the first continuity tester for all 
row range. The engine in fact has a pow- | The kit includes a COLOR-TUNE plug, battery-energized and magneto ignition sys- 
erband that begins at 8000 and runs to viewer-scope, distributor lead adaptor, plug tems. Engines are easier to tune because 
the peak of 12.000. with an 1800 rpm washers, 18 mm adaptor, cleaning brush, ExacTime indicates simply and positively 

cleaning solution and complete step-by-step whether points are open or closed. 
instructions. 


Sparks for the 10 lug in each cyl- 
Mider come tear sev enciy thaneter i o MICRO-LITE M ICRO-TI M E 





safety limit. 


neto. AC from acrank-mounted alternator 
is switched to the huge Kokusan racing 
coils by two sets of points whose cam is 
carried in its own bearings, geared to the 
crank on the left side of the engine. 
The resulting pressure is converted to 
rotary motion by the exquisite full-skirted 
pistons and totally machined and polished 
conrod and crank assembly. Each piston 
carries two thin gas rings and one oil ring. 
and the crown is of simple pent-roof 
shape, matching that of the cylinder head. 
Con-rod big-ends are on caged needle 
bearings, while the crank runs in two ball 
and two roller bearings. $17.95 $15.95 


A straight-cut primary gear pair carries Tunes most 2 and 4 cycle engines. Ideal MICRO-TIME—The Precision Timing Tool 
power to the dry clutch. which in turn for Bikes, Boats, Snowmobiles, Mowers, etc. for Small Engines 





feeds the very close-ratio six-speed gear- e precision pati ay accuracy Micro-Time is a rugged precision instrument 
box. This is shifted in conventional man- z enghens engine ie for perfect timing of all 2 and 4 cycle en- 

a a emis piep e save money on repairs gines: bikes, boats, snowmobiles and power 
ner by a rotating drum and three forks. e fast and easy to operate mowers. 





Following Honda design practice. both | MØOTØR PRODUCTS Dept. C 303 N. San Fernando Road Los Angeles, CA 90031 


the engine and transmission parts are 
pressure-fed by the same oil pump. draw- 


ing cool oil from a detachable two quart Enclosed is my cash, check or money order 














` ` : for the full amount of ___________ in- Name 

sump located beneath the horizontally cluding postage, handling and tax for each 

split crankcase. The main oil gallery kit checked below: Address 

across the bottom of the engine supplies Color-Tune $10.98 + .60 handling City 

each of the four main bearings and two ExacTime $10.95 + .60 handling 

other oilways. From one pair of mains. Micro-Lite $17.95 + .70 handling State Zip 

oil is picked up to take care of the rods. Micro-Time $15.95 + .90 handling (Ca. residents add 6% sales tax) 

Oil runs back to twin feeds to the gearbox 
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The Uncommon 
Common Plug 


From the people who supply electrical equipment to 

















Suzuki, or certain 

A thes models. Or 

use them to replace the 
plugs on any other 

bike made. 

Either way, you'll get 

a commonly used, 

uncommonly good 
spark plug, whose 

name is becoming more 

E esmmonly known and 

respected every day. 


We supply electrical 
parts for a great 
majority of the bikes 
sold in this country. 


Now we're making 

our original equipment 
spark plugs available for 
replacement use. Use 


them to replace the 
ND plugs that came 
as original equipment 
in your pren WY 


Ff Ask your dealer for 
y ND Spark Plugs 


NIPPONDENSO of Los Angeles, Inc. 1815 Anderson Avenue, Compton, California 90220 (213) 639-3630 e) 





REAL SWITCHBLADE... 
9 INCHES LONG 


COMB! 





MOTORCYCLE INSURANCE 
All forms for Motorcycle & 
Scooter Owners 


NOW 

WHILE THEY’ RE STL TEGAL 
This is a REAL SWITCHBLADE. The blade is a COMB!!! 
Terrific GIFT item. Novel and Practical. Protects comb in 
pocket. Fine tooth comb is GREAT for sideburns and Mus- 
tache too! Satisfaction is Guaranteed. Complete with Lock. 
Only 4.95 + 50¢ Postage. TWO for 10.00 postpaid. 

S&W KNIFE CO. BOX 35246 cy , CHICAGO, IL. 60635 


Write for details 


MOTORCYCLE UNDERWRITERS 


Aaaa, Illinois 60603 


A Spirit EAGLE Sidecar might be just your solution this year. 


For information write: Spirit of America Mfg. Company 
4095 C Redwood Ave. Los Angeles, CA 90066 (213) 822-2251 

















shafts. and up into the bolted-up block 
of two cylinders, then tees and enters the 
head in two places. These two supplies 
are routed to the tappet guide blocks, 
lubricating the tappets and cam lobes. 
Splash takes care of the cam bearings. 
while returning oil flows downwards over 
the valve springs. cooling them before 
entering the central gear tower for the long 
drop back to the sump below. On the way, 
the oil must pass through small sieves, 
whose purpose is to trap the debris of any 
cylinderhead disasters so it can’t get into 
the rest of the engine. 

This is a lot of machinery, and the 
weight of this engine is considerable at 
132 pounds. which is four pounds more 
than the four cylinder GP engine of the 
same period. Other Honda racers were 
much more successful, which is to be ex- 
pected, since the CR’s were a compromise 
between performance and simplicity, 
while the championship machines were 
built to win without regard for price. 

However, the CR-72 and its more 
famous brothers were built on the same 
basis of engineering innovations and de- 
sign philosophy: set the bmep at a level 
that guarantees a flat torque curve with- 
out “tuning bumps” through the use of 
advanced valve gear, then select the 
number of cylinders that will permit the 
rpm necessary with that bmep to give 
competitive horsepower. 

The CR-72, and indeed all of the four- 
stroke racers Honda built in the 1960s are 
ready for the museums now, but they have 
left their mark, not only in the record 
books, but on current practice in high- 
output engine design. Then, too, they’ve 
left their mark on each of us who followed 
them through their career at a magazine’s 
distance, or close enough to hear the un- 
earthly “Whoop-whoop-whoop” of the six 
warming up. or to see Mike Hailwood 
show his posterior to the competition. 

As the rumors of new Honda partici- 
pation in roadracing increase for the n-th 
time, I really want to see it happen. If 
and when it comes about, the machines 
will be full of new thought, whether two- 
stroke or four (or other), because they are 
very clever people at Honda. They hire 
only “A” engineers. And it will be fun. © 





- The specialists in motorcycle lubrication 
bring you the most advanced lubricants available 


Since we specialize in lubricants for motorcycles, each of 
our products is designed from the ground up with a spe- 
cific motorcycle need in mind. 


Spectro lubricants are not just other oils adapted for mo- 
torcycles, but rather, each is carefully and 
individually thought out and formulated 
for a specific motorcycle need. 


So whatever motorcycle you ride, and 

for whatever purpose, you are assured of 
the most advanced and most outstand- 
ing lubricating performance with Spectro. 


Golden Spectro and Spectro 2-T: For 
excellence in two-stroke engines — 
premix and injectors — they guard 
against piston scuffing and seizure 
and eliminate plug fouling. 





Us. quant (32 Ea Seu 


Wess Zo ' = paseo 
©) 118 North Main St., Branford, Conn., U.S.A. 06405 
INTERCONTINENTAL LUBRICANTS CORP. 


Tel. (203 
43 ON REA 


Electro-Cycle Corporation has developed with Sun Electric an 
exclusive analyzer for all motorcycles and is only available 
through an Electro-Cycle Service Center. Combine this service 
with a complete line of motorcycle accessories and you have 
the basis of a very profitable business. The entire cost is 
$20,000.00 and approximately. $8,000.00 working capital. 


Electro-Cycle Corporation 
2840 N. Halsted Street Chicago. Illinois 60657 
(312) 929-6350 
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Spectro 4: An outstanding oil for demanding high output 
air cooled four-strokes. Golden Cycle Gear Lubricant: A 
unique multi-grade transmission lubricant for smooth, no- 
stick, quiet operation. 


With Spectro Fork and Chain Lubricants, 
Spectro Filter Fluid and Spectro Assembly 
Lubricant, you’ll soon discover the 

difference — they really perform! 


Sold only through authorized trade 
sources. For complete technical 
information on all Spectro products, 
write the Marketing Dept. 


SPECTRO. Outstanding lubrication 
through specialization 
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RACING 
FILTER ASSEMBLY 
FLUID UBRICAN 
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MOTORCYCLE INDUSTRY COUNCIL 
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STYLE 300 


ROAD RIDING JACKETS 
BY BILL WALTERS 


Three handsomely styled, hand tailored 
jackets of top grain genuine cowhide. 
Designed specifically for motorcycle 
enthusiasts. Both men's and women’s sizes 
available in black, rust, luggage brown, 
dark brown. and rough out. 


BILL WALTERS LEATHERS, INC. 


445 SOUTH VICTORY BOULEVARD 
BURBANK, CALIFORNIA 91502 
























Crew neck shifts. 


The new collection of 

things to wear from Yamaha was 
born and bred 

in movement. 

Each creation, 

from boot to cap, 

bears our action mark. 

And each item 

is made with predictable 
Yamaha care and quality. 
See our entire collection 

of apparel designed by Molly 
at your Yamaha dealer soon 
(hess in the Yellow Pages). 


© YAMAHA PARTS DISTRIBUTORS, INC. 
A subsidiary of Yamaha International Corp. 
Buena Park, California 90620. 
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KAWASAKI 750 Continued from page 51 


the kick lever’s shank and your own are 
trying to occupy the same space at the 
same time. The lever nestles hard against 
the inside of your calf if you like to ride 
with your knees against the tank, and if 
you don’t keep your knees against the tank 
the wind will keep forcing them apart. 
Kawasaki should either put a curl in the 
kick lever to bring it in closer, or widen 
the tank, which could increase the fuel 
capacity of this short-range motorcycle to 
something a little more useful. The tank 
holds just over a hundred miles and in 
some areas that’s not enough. 

Apart from the deficiencies already 
noted (the footpegs that are ever so slightly 
too far forward) the Mach IV is now a 
fairly comfortable road machine. The 
seats/pegs/handlebar relationship is good, 
if not perfect (which may be an impossible 
goal, given the diversity in rider configu- 
ration) and the famous series H2 engine 
vibration has been brought under control 
at least to such extent that the bike is quite 
tolerably smooth if you’re content with 
a sedate, legal 55-mph cruising speed. The 
difficulty you encounter in attempting to 
ride sedately is that all the urge built-in 
and there for the asking often is too much 
to resist, and the bike doesn’t want to let 
you be restrained. At 55-60 mph you’re 
using so little of the available power, and 
applying so little throttle, that the cylinders 
don’t scavenge decently. The trickling 
breeze coming up through the transfer 
ports just won’t clear away the residual 
exhaust gases. So the Mach IV’s engine 
bucks and stutters when you try to ride 
conservatively, and the lash in the trans- 
mission engagement dogs converts the 
engine raggedness into a most remarkable 
snatching and banging in the drive chain. 
All of this is very annoying. However, it 
will give you something to tell the police- 
man who grabs you for doing a gargle-free 
65 mph and the occasional clanging from 
the chain will remind you to pull the little 
knob that then dribbles a shot of SAE30 
oil down on the links and rollers. 

The chain oiler knob is half-hidden in 
the shadow of the Kawasaki’s left side- 
cover, that triangular pan with the glitter- 
ing “750 MACH IV” inscribed in chromed 
numbers and lettered decals. Pay close 
attention to the panels’ fastenings before 
you try taking them off to get at the bat- 
tery or oil reservoirs. Many bikes have 
their panels secured just by prongs held 
in rubber grommets, which is what you 
see looking down at the tops of those on 
the triple. But then. stooping a bit lower. 
you'll also see a security bolt. inserted 
through a metal tab that will get bent if 
you grab the panel and haul away. 

A couple of feet forward from the 
chain-oiler knob is another knob and it 
adjusts the Mach IV’s steering damper. 
You can have a lot of fun experimenting 
with different adjustments: we couldn’t 
tell if one setting was better than another, 
OCTOBER 1974 








two-way voice 
communications 


NOW for all riders 


mm S4995 


HAL... remarkable new 

solid-state transceiver has 500- 

700 foot range . . . telephone-clarity 

at all speeds . . . noise cancelling micro- 
phone . . voice actuated, hands-off operation 
....all in high impact housing that fits bottom 
of standard face shield. Fully assembled on Paulson bubble shield. 


® 


10 day money-back guarantee 


Please send me —___ 
HAL units @ $49.95 ea. 


Please send me______ 
HAL batteries @ $1.80 ea. 


(Ohio residents add 4.5% sales 
tax. All orders shipped C.O.D.) 


AUDIO LINK INCORPORATED 


5241 Wilson Mills Road 
Cleveland, Ohio 44143 
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© The latest from 
the innovator 
of CAFE RACER 
accessories 
Y2 FAIRING 
Frame Mounted. 
Sides cutfaway for £ 
maneuverability. 
in paintable white or e: 
Í black. Approved AS-6 windshield in clear 
or smoke. Mounting hardware for easy 
bolt-on installation. Fits Hon., Kaw., Yam., Suz., 
Nort, Trium. SEND $1.00 FOR NEW CATALOG 
°. LA 
give DICK S CYCLE WEST 
tothe 
MARCH OF DIMES 304 Agostino Road, Suite 5 
San Gabriel, Ca. 91776/(213) 287-9656 
THE FIRST AND LARGEST EXCLUSIVE 
MOTORCYCLE MECHANICS SCHOOL IN THE USA 
For information on learning motorcycle mechanics fill out and return today 
AMERICAN MOTORCYCLE MECHANICS SCHOOL 
2840 N. HALSTED STREET 
CHICAGO, ILLINOIS 60657 
AMERICAN MOTORCYCLE MECHANICS SCHOOL 
13700 N.W. 19TH AVENUE 
MIAMI, FLORIDA 
33054 
Name Address 
City State Zip 
Age Phone-A.C.( ) ( )l am a Vet. c 






The new Tracy cafe/street racer 
body features total monocoque ~The Best Bo dy 


styling integrating a 4 plus gal. 


tank, naugahyde seat (removable 
for battery access), and a tail- j Vai ad e 


light/license plate bracket. 


Also shown is the new 

(F—145) Cafe Fairing with 

wedge-styling and new bubble 

design. The F—145 universally 

mounts to any headlight and comes 

with hardware. Tracy cafe/street racer 

bodies are now available for the ‘74 Kawasaki 

750 & 900, ‘74 Honda 750, Norton, Yamaha, BSA, 

and Harley in a multitude of custom paint styles and colors from Tracy and 


4 3 z ood Motors 
Le Jeune Motor Co. Terpstra's Sales & Service | Cycle Center Universal Wheels Jim's Motorcycles Jandebeur's Cycles Honda South Honda of San Francisco Westw 

2037 Le Jeune Blvd. 1235 E. Glen Park 807 Lakeshore Rd. E. 320 E. Napolian 1209 W. Market St. 4926 E. 21st. St. 821 N. Military Trail 799 Van Ness 26429 Michigan Ave. 
Jacksonville, N.C. 28540 | Griffith, In. 46319 Mississagua, Ontario, Can. Sulpher, La. 70663 Johnson City, Tn. 37601 Tulsa, Ok. 74114 W. Palm Beach, FI. 33406 | San Francisco, Ca. 94109 lse pt 
919-455-1651 219-838-3600 416-274-3659 318-527-6323 615.926.5561 918.932.1558 904-683-1642 415-771-4535 313-565-3366 


Linden Kawasaki F.D.R. Cycle Sport Inc. Jim's Motorcycles Vespa Honda Cycle Rider Inc. Honda City Motorcycles | Barber Bikes East Coast Honda of Mineola 
200 Marion Ave. 49100 Ford Rd. 1532 E Stone Dr. 3100 N.W. 36th 3740 Government Bivd. 5810 Ritchie Highway 26 Ave. De cae Se Drianae, 1400 Street Rd. 336 Jericho Turnpike 
Linden, N.J. 07036 Plymouth, Mi. 48170 Kingsport, Tn, 37760 Miami, Fl. 33142 Mobile, Alabama 36606 Baltimore, MD. 21225 N Cornwall Heights, Pa. 19020 Mineola, N.Y, 11501 
201-862-3388 313-455-7300 615-2471211 315-634-4582 205-479-5009 301-789-3200 A 215-639-1193 516-248-5775 


Al's Cycle Shop Iron Pony Accessories Lone Star Honda Cycle Hut Cycle Performance Works Ace Cycle World a JJ's Custom Cycle Intercontinental Cycle, Inc. 
3155 Summer Ave. 271 West Avenue 5779 Fairbanks Drive 1576 Union Lake Rd. 3750 W. Bankhead Hwy. 4314 Northwestern St. Rt. 3 Box 141 A6 23440 
Memphis, Ta 38112 Tallmadge, Ohio 44278 El Paso, Texas 79924 Union Lake, Mi. 48085 | Lithia Springs, Ga. 30057 Chicago, II). 60618 Sumter, S.C. 29150 | Ferndale, Mi. 48220 
901-324-1442 216-633-0626 915-751-1243 313-363-1594 404.944.8512 312-463-4475 a243. 2572 803-494-8972 313-398-1406 


Paulding’s Motorcycle Cycle Round-Up Sport City Inc. Nick's Cycle Supply Cycle Gear Topline Cycle Works, Ltd. | Bill Krause Ent Doc's Cycle Center Fink's Sales & Service 
96 W. Post Rd. 212 E. Henderson 112 N. Main St 2908 E. Washington 4610 Barrett 6515-104 Street 1257 S. La Brea 2007 N. Cannon Blvd. 202 W. Main 

White Plains, N.Y. 10606 Cleburne, Tx. 76031 Creve Coeur, 1I. 61611 Indianapolis, In. 46201 Richmond, Ca. 94805 | Edmonton, Alberta, Can. Inglewood, Ca. 90301 Kannapolis, N.C. 28081 New Albany, Ind. 47150 
914.949.1993 817-645-2203 309.694.4371 317.635.0839 415-236-2361 436.5533 213-674-5311 704-933-1281 817.944.7741 


328 INGALLS ST. SANTA CRUZ, CA. 95060 (408) 426-7305 


Honda North 

748 Northlake Blvd. 
Lakepark, Fla. 33403 
305-842-4235 


Cycle Ranch 
7 Sugar Hollow Rd. 
Danbury, CT. 06810 
203-743-6508 


Honda of Anderson 
1209 S. Murray 
Anderson, S.C. 29621 
803-226-8112 


Honda Hacienda 
918 Thatcher Blvd. 
Safford, Ariz. 85546 
602-428-4700 





as the motorcycle behaved itself whatever 
we did. Still, it’s nice to see something 
on a bike that’s as neatly thought-out as 
Kawasaki’s horizontal shock absorber. 
Hydraulic steering dampers are always 
better than those that rely on friction 
discs; Kawasaki has been especially clever 
in compensating for internal volume 
changes and external adjustments by run- 
ning the damper rod all the way through 
the damper body. 

As a matter of fact, you can have a lot 


SAVE $10 ON 
Genuine Leather 


MOTORCYCLE 
JACKETS 


= 3 i > a 
This safety accessory is designed to protect 
you against high cost of repair. Available at 
your local dealers for the Honda CB 450, 500, 


) 550, 750 and Kawasaki 900 Z-1 
of fun with several of the Mach IV’s fea- 
tures— particular emphasis being on the 
machine’s performance. The big Kawasaki 
triple may use too much gasoline in getting 
where you want it to go, but it will get 
there faster than any other production 
vehicle on the road. Even when you aren't 
using the performance you can ride 
around with an inner smirk, knowing that 
the bike under you is the undisputed King 
of the tire-lighters. It may be a king who's 
a little out of touch with the times; it rules 
for all of that. So the vibration blurs the 
rear view in its mirrors, you can steady 
them by squeezing hard on the handlebar 


DYNO-GUARD 





PROTECTS! 


SETTLE FOR NOTHING LESS! 


Cycle Service Center 
Box 799, Chelsea Station 
New York, N.Y. 10011 


TEA Eo 


Top Quality Cowhide Leather Jackets 
with Action Backs and Zippered Cuffs. 
Fully Lined. Wind 
flap, zippered pock- 
ets. Soft, tough, long 
wearing leather from 
America’s No. 1 tan- 
ner since 1866. Order 


y 





grips—and if you use the performance | | direct; money back EACH Address 
ou'll be doing plenty of grip-squeezing | | guarantee. Sizes: 36 af ahs 
) B pisn mpa] © | [thru 50. Specify brown — (Wis. residents add City State 


in any case. You can luxuriate in the sheer. 4% sales tax.) 
bountiful speed of the Mach IV, and enjoy 
its good points. one of which is a trans- 
mission that breathes a little life into the 
old wheeze about “shifting like a hot knife 
cutting butter.” The old 750’s transmission 
shifted like the gear housing was full of 
gravel; the new model sounds like the 
gravel is still there and maybe a pound 
of broken glass tossed in for company. but 
it shifts perfectly. (Now if only they had 
fixed the shift pattern to move neutral 
from its last-stop-down position to the 
more convenient and conventional slot 
between first and second.) 

In all probability Kawasaki hasn’t 
bothered to change the steering head 
angle, or fix the shift pattern, or do any- 
thing beyond detail improvement because 
they know it isn’t going to matter. Federal 
regulation of noise and emissions and all 
manner of things the bureaucrat’s mind 
can conceive loom just over Capitol Hill 
and that will kill off the Mach IV even 
if its own unruly nature would not. In time 
all the great Superbikes will have to go. 
pulled under by five mph bumpers and 
catalytic afterburners. Kawasaki's Mach 
IV, being the most super of all the Super- 
bikes, will simply be the first to fall. And 
then someday, when we have super bikes 
but no Superbikes—if you grasp the dif- 
ference—we’ll remember the big triple, all 
its character flaws and single, shining vir- 
tue, and it truly will seem very remote. 
truly a relic of the past. Those who expe- 
rience what the Mach IV still can offer 
will remember it fondly. The others? 
They'll see nothing but old dinosaur 
bones, forgetting that both the mesozoic 
thunder lizard and Kawasaki’s thunderous City State Zip 
Mach IV really were pretty good ideas 
at the time. © 
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or black. Regularly 
$79.95 . . . save $10 
on this super value. Send check 
or money order to: 


W.B. PLACE CO. 


Hartford, Wis. 53027 


Amount enclosed $ 


Check or money order, no C.O.D's 
N.Y. State residents add appropriate tax 


(the $24.95 a pair. 
leather DEALER INQUIRIES INVITED Se 
place) 





The finest custom made leathers for the 
pleasure or sport rider. Factory direct only. 
Catalog available. 


2443 S.E. DIVISION, PORTLAND, ORE.97202 








MOTORCYCLE 


MECHANICS 


THE FIRST AND LARGEST EXCLUSIVE 
MOTORCYCLE MECHANICS SCHOOL IN THE USA 


For information on learning motorcycle mechanics fill out and return today 


AMERICAN MOTORCYCLE MECHANICS SCHOOL 
2840 N. HALSTED STREET 
CHICAGO, ILLINOIS 60657 


AMERICAN MOTORCYCLE MECHANICS SCHOOL 
13700 N.W. 19TH AVENUE 
MIAMI, FLORIDA 
33054 





Name Address 








Age Phone-A.C.( ) ( )l am a Vet. Ç 
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MARKET PLACE 


GENERAL INFORMATION: First word in all non-display classified ads set in bold caps at no extra charge. ALL copy subject to publisher's approval. All 
advertisers using Post Office Boxes in their addresses MUST supply publisher with permanent address and telephone number before ad can be run. Closing 


Date: 3rd of the 2nd month preceding cover date (for example, March issue closes January 3rd). Send order and remittance to Classified Advertising, CYCLE, 
One Park Avenue, New York 10016, Attention: Hal Cymes. 





NON-DISPLAY CLASSIFIED: COMMERCIAL 
RATE: For firms or individuals offering commer- 
cial products or services. $1.35 per word (includ- 
ing name and address). Minimum order $13.50. 
Payment must accompany copy except when ads 
are placed by accredited advertising agencies. 
Frequency discount: 5% for 6 months; 10% for 12 
months paid in advance. READER RATE: For 
individuals with a personal item to buy or sell. 90 
cents per word (including name and address). NO 
MINIMUM! Payment must accompany copy. 
DISPLAY CLASSIFIED: One inch by one column, 
$70.00; Two inches by one column, $140.00; Three 
inches by one column, $210.00. Column width 2- 
1/4”. Advertiser to supply film positives. Please 
write or phone for frequency rates. 





FOR SALE 





NORTON 


NORTON AND BMW-—Europe’s best motorcycles—at 
specially low prices from Europe's best dealer—Gus 
Kuhn's. Write for full information now! GUS KUHN 
MOTORS LTD., 275-277 Clapham Road, London SW9 9BJ, 
England. Tel: 01-733 1002. 

ROYAL-ENFIELD 


1961 ROYAL-ENFIELD disassembled, 
Ramona, Montclair, California 91763. 











information: 9109 





ACCESSORIES 


TWIN E-ASS 


THROTTLE HELPER 
Applies adjustable torque 
to twistgrip. 
Mounts estily inside most 
7/8" handlebars. 
Money back 
guarantee. 





$7.95 PPD. 

Info on request. 

Dealers inquire. 

aie make & model cycle. 
FG. CO. DEPT, A 

Box 3, MENPE AZ. 85281 





Camping and Touring Gear 
for Bike Riders. > 
Zz 


Tents, Sleeping Bags, Bi 
Stoves, Cooksets, 7 
Tools, Apparel, Books, 

Bike Accessories a 


PLus... ROAD SYSTEMS 


BIG NEW CATALOG — 25¢ 


7z GREAT OUTDOORS 


ENTERPRISES 
420G South Fairview, Goleta, CA 93017 











MOTORCYCLE ACCESSORIES discounted 60%. Catalog 
25 cents. Edward's Cycle Products, P.O. Box 433, South 
Holland, Illinois 60473. 





APPAREL 








BUG COLLECTORS peaa 
STOP plucking bugs from your eye- 
balls!! These cycle riders’ sunglasses 
give full coverage, and come with cable 
` earpieces so they can't fall off. Adjust- 
able triplebraced metal frames, impact- 
resistant optical glass lens in choice of 
yellow, green, or grey. Carrying case included. Fast Delivery. If not 
satisfied, return within 30 days for full refund. Send $5.95 for 1, 
$9.95 for 2, or $13.95 for 3 pairs. Postpaid. For Air-Mail add .50 per 
pair. Foreign orders add .80 per pair. 
HIDALGO SUPPLY CO., Dept. C 
asa 11505 Chimney Rock Rd., Houston, Texas 77035 


REE 


sample patch 
& brochure 
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FINEST QUALITY LEATHER motorcycle jackets, shirts, 
pants, boots, belts, gloves, vests, helmets, raingear, 
saddlebags, tools, accessories. World's lowest prices. 
Immediate delivery. Catalog 25 cents. Herm's Leathertogs, 
Dept. C., 701 Northampton St., Easton, Pa. 18042. 


12 VOLT ELECTRIC TOURING SUIT. Windproof, water- 
proof, heated. Three piece—Jacket, Zip-out Liner, 
Insulated Pants—wear separately. Free Catalog. HEATED 
VESTS, MITTENS, CAMPING GEAR. Chill Chasers, Box 
388CO, Bridgeport, Conn. 06601. 


NEW! 750 FOUR BELT BUCKLE 








iF ARRIE 


Depi 40 Box 294 

Phoenix, AZ. 85001 

(3903 N. 16 Șt.) 
Marque cast in jewelers metal — high fire 
glazed — on heavy chrome steel plate. 
Buckle only $5.00 Ñ Buckle & 134” black leather 
belt $10.00 Plus 75c shipping. Bj Send 50c coins 
for COLOR PHOTO CATALOG of Road 
Leathers, Studded Belts, Wristbands. $ 
BankAmericard phone orders 602-266-4861 
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LANCER 
LEATHERS 


1511 W. Hatcher 
Phoenix, Ariz. 85021 @ 
STYLE 150 a 
Men's fully lined, ac- gil 
tion back, zipper arms $ 
and pockets. All-weath- @ 
er wind flap Snap g 
collar. Size 36-48 
STYLE 400 
Men's leather jeans. Lin- W 
ed. Four pockets Flare gil 
leg styling. Size 28-38. “gy 
Colors Bik., Brown, @ 
Tan, R. Blue 
Jacket $69.50 @ 
Pants $69.50 @ 
Give chest, sleeve, waist, gy 
hips, inseam 
All C.0.D.’s send $30% 
deposit a 
Write for free catalog. 











Zips 
S88 6 
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EMBLEMS, Top Quality, embroidered, guaranteed color- 
fast. Direct to- you from leading factory. Order 25 to 25 
million. Firm quote from your own sketch or Design-Guide 
supplied free. A-B Emblem Corp., P.O. Box 9695, Weaver- 
ville, N.C. 28787. 











BUSINESS OPPORTUNITIES 


FREE Secret Book ‘2042 Unique Proven Enterprises.” 
Fabulous “Little Knowns”. Work home! Haylings-BH, 
Carlsbad, California 92008. 








CUSTOMIZE VANS, AUTO INTERIORS! Huge demand, 
fabulous profits. Complete Van kits installed easily in a 
day—Vinyl Upholstery repaired in minutes! Learn, earn in 
spare hours. Veteran Approved. FREE Opportunity Kit. 
Auto Upholstery Institute, 1205 W. Barkley, Dept. JCYC, 
Orange, Calif. 92669. 





CYCLE INSURANCE 





CALIFORNIA RESIDENTS, lowest rates. ‘Motorcycle 
Insurance", Box 4215, Inglewood, Calif. 90309. 





CYCLE PUBLICATIONS 





1975 SURVIVAL/MILITARY-Books/Manuals. Catalog 35 
cents. HILLCREST PUBLICATIONS, (BFC-25), McDonald, 
Ohio 44437. 


BACK ISSUES Floyd Clymer's CYCLE Magazine 1952 to 
1967. Mostly new, catalog 10 cents. Ramey, 909-A-19 
Street, Santa Monica, California 90403. 








CYCLE SERVICES 





HARLEY CAMS e $25 EXCHANGE 


Our Harley (The Beast) was KING OF THE DRAG 
STRIP in 1950 with 135 m.p.h. Our Harley cams were 
best then and they are still best! 

Send us your cam and a $25 money order if you want 
a thrill between your legs! 


50% Discount to Dealers (Four Cams At A Time)! 


CHET HERBERT CAMS 


1933S. MANCHESTER #1 + ANAHEIM, CA. 92802 


CUSTOM CHROME PLATING, Specialists in cycle and 
antique restoration. Steel or Aluminum. We guarantee both 
our work and delivery dates as quoted. Call or write: 
Jackson Plating Company, 444 East South Street, Jackson, 
MI 49203. Phone: 1-517-782-6200. 
























EMPLOYMENT INFORMATION 





OVERSEAS JOBS—Now hiring. 103 countries, all 
occupations, high pay, free transportation, tax benefits. 
Latest computerized reports—$2.00, TRANSWORLD, 
International Airport, Box 90802-CY, Los Angeles, 
California 90009. 

AUSTRALIA—NEW ZEALAND WANTS YOU!!! 50,000 Jobs! 
Paid transportation! Latest information and forms. $1.00. 
AUSTCO, Box 3623-CY, Long Beach, Calif. 90803. 
OVERSEAS Employment. . .Australia, Europe, Asia, South 
America! All occupations! $700-$4,000 monthly! 
Employment International, Box 29217-WX, Indianapolis, 
Indiana 46229. 











EQUIPMENT AND PARTS 





BARGAIN Hunters! Discount accessories! Peanut tanks, 
$15.00; fork tubes; sissy bars; many more chopper items! 
Free discount catalogue. Tombstone Cycle, 820 Kildonan 
Drive, Winnipeg 15, Manitoba, Canada, U.S. Inquiries. 
HONDA PARTS you can't find; try Spring Branch Honda, 
9702 Old Katy Road, Dept. C., Houston, Tx. 77055. Pho. 
(713) 464—6205. Give: model year, frame, eng. number. 
Powroll—Yoshimura—Honda Speed Parts. 

CYCLE SALVAGE INC. New, Used, Reconditioned 
Motorcycle Parts. 157 Water Street, New Haven, Conn. 
06511. 1-203-624-4315. 











IF YOU NEED 


PARTS 


WE WILL SHIP ANYWHERE. 
111 Sunrise Highwa' 
aney CYCLECITY Inc. 


CYCLE 











BMW and NSU Motorcycle complete parts and service 
WEST VALLEY CYCLE SALES, P.O. Box 2068, WINNETKA, 
CALIFORNIA 91306. Mailorders handled promptly. 


PARTS 


World's largest inventory 
for Italian motorcycles 
Rebuilt Engine Exchanges 


COSMOPOLITAN MOTORS, INC. 
Hatboro, Pa. 19040 
(215) 672-9100 


HONDA PARTS 


ONE DAY MAIL WORLDWIDE 
State: Model No., year, frame, & engine nos. 
COMPLETELY NEW 80 PAGE PARTS-ACCESSORY CATALOG 

SS Send 60¢ postage & handling ($1.50 air) 


aa HONDA of MINEOLA 


336 Jericho Tpke., Mineola, N.Y. 11501 (516) 248-5558 





WARDS RIVERSIDE 
MOJAVE (By Benelli) 
PARILLA 
CAPRIOLO 


MV AUGUSTA 250 
BIANCHI 
CAPRI SCOOTERS 














1 Day Mail Order Service 

NATIONWIDE 
Frem New England's Leading BSA Dealer 
NORFOLK Box 81, Rte 1A, 


Norfolk, Mass. 02056 
MOTORCYCLES Call (619) 384.7585 








FORKING BY FRANK 


Fine fork tubes and front 
suspension components--springs, 
collars, crowns, trees, braces, 
fork tube nuts. Reliable fit. 
Reliable delivery. 
FRANK'S 
Maintenance & Engineering 
945-49 Pitner 

Evanston, Illinois 60202 ¥ 






















eastern cycle salvage ine 
N 
ç USED PARTS 


N 
Usht 
All makes and models. Save up to 50% of 
retail. Many early & obsolete British parts 
in stock. Prompt 1 day service. 

Write Dept. C, 87 Park St., 
Beverly, Mass. 01915. (617) 922-3707 











KAWASAKI — TRIUMPH 


HARLEY DAVIDSON 
PARTS & SERVICE — MAIL ORDER C.0.D. 


Machine Work & Speed Work 
Al! Makes Cranks & Rods Rebuilt 
Exchange Porting, Boring, Complete Engine Overhauls 


BE A WINNER! 
With our Drag/Race Conversions 
For Kawasaki 750 


Best E.T. — 10:91 








Best Top Speed — 127.11 
On our own Kawasaki 750 Street — Modified 


Send 25¢ for information and decal 


arlington 


1098 Mass. Ave., Arlington, Mass. 02174 © (617) 648-1300 








MOTORCYCLE 
PARTS ANID 
ACCESSORIES 


am xLCH MANUALS PISTONS 
us maces Gasurs ALLOY RIMS 
a USTOM CHROMÉ oun -BSA 
Tats gated 
ry oS anit kora 
Ca - 
_ gens" amore? HONDA feo 
mN gees SPIO EQUIPMENT 
LUCAS | 
"veg HARLEY-DAVIDSON Too s 


Send 25¢ today (to cover mailing) for your 
illustrated catalog of all Cycle Supplies,parts 
and accessories available from: 


CALIFORNIA CYCLE SUPPLY 


P.O.Box 159, Dept.O Fairbury, Illinois 61739, 
OCTOBER 1974 














SAN DIEGO 


MOTORCYCLE SALVAGE 
2676 NEWTON AVE., SAN DIEGO, CA. 92113 


* USED PARTS 

* REBUILT PARTS 

* NEW PARTS 

* LAMBRETTA PARTS 


CATALOG— $1.00 REFUNDABLE ON 1st ORDER 


NEW TOLL-FREE CYCLE PARTS SERVICE 


TEx © West Coast Savings! 


© Call from anywhere in the U.S. except 
California. Orders filled within 24 hours. 
© Call Tues. thru Fri. 9 A.M. — 6 P.M., Sat. 
CALL to 5, Pacific Time. 
TOLL-FREE 
800 
423-5662 












© BankAmericard & Master Charge accepted. 


ALLYN’S Honda/Kawasaki 
958 North Maclay, San Fernando, California 


SUZUKI PARTS: Large inventory—Champion Motorcycles, 
840 Main, St. Charles, Illinois 60174. 








PARTS 


NATION WIDE 


Mail Order Service 


184 Worcester St. 
Wellesley Hills Mass 2181 
617 235 9729 


COMPLETE LINE of performance cafe & touring parts for 
all Kawasaki models. D&A Kawasaki, Trevose, PA (215) 
357-4716 6528. 


TRIUMPH 
OF WELLESLEY 











A WHO RSEPOWER 
TO WIN! 

HONDA, 

SPORTSTER, etc. 

Write for literature 
RAVESI RACING CAMS 
WYMAN ROAD 


BILLERICA, MASS. 01821 
Tel: (617) 663-3733 





KAWASAKI PARTS 


ONE DAY MAIL ORDER SERVICE 
BORING, PORTING, COMPLETE SERVICE 


MEG ee GY CES 


fichosg mass 


21 WILLOW ST. 617 











BIG BORE KITS e TUNED PIPES 
STROKED CRANKS for SINGLES 
ENGINE BUILDING e CAMS 


Powroll Inc. 
P.O. Box 1206 A10 
Bend, Oregon 97701 
(503) 382-6395 


Send for 
Complete Catalog $1.25 Cash 
Model Information 50¢ 








FLORIDA TOURING 





VACATION! SAVE! Enjoy yourself in sunny Florida on a NEW 
GENTRY MOTORS HONDA: Check our low prices on HONDA 
750’s... HONDA 450's... 360's... 350 Four... MT250... All 
inquiries answered with latest prices. 


GENTRY HONDA MOTORS 


2296 So. U.S. No. 1 ° Rockledge, Florida 32955 
Phone: 305-636-4988 
80 miles south of Daytona Beach on U.S. Mo. 1, since 1963. 
Hours 9:00— 7:00 Tuesday thru Saturday 








INSTRUCTION 





MOTORCYCLE MECHANIC. Train at home in spare time. 
Make good money in motorcycle shop or start own busi- 
ness. Motorcycle tools, test instruments included. FREE 
“Career Kit!"", Dept. EAC84, North American School/Motor- 
cycle Repair, 4500 Campus Drive, Newport Beach, CA 
92663. 





PERSONALS 


CONTRACEPTIVES for Men—by mail! Thirty top 
brands—Trojan, Nuform, Jade and many more. Three 
samples: $1. Twelve assorted samples: $3. Free illustrated 
catalog with every order. Plain package assures privacy. 
Fast and reliable service. Satisfaction guaranteed or your 






































FITCHBURG, MA. 01420 345-0181 money refunded in full. POPLAN, Box 2556, Dept. CYEC-1, 
Chapel Hill, NC 27514. 
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EUROPEAN TOURING 





BUYING A COMMANDO, under the personal export scheme’ 
We are the only OFFICIALLY FACTORY APPOINTED SER 
VICE CENTRE and sell only Norton Prompt delivery 


Save your dollars by dealing with the SPECIALISTS with all 
services SPARES ACCESSORIES INSURANCE FREIGHT 


ING the experts im handling your personal requirements 
Send tor detailed hterature showing how to get here trom the 
airport etc, and any other information you may require 


Taylor Matterson, Bedford Hill, London S.W. 12- Tel.: 01-673-0981 








SEE EUROPE INEXPENSIVELY—on a new cycle from Elite 
Motors, Europe's Biggest Cycle Shop. Big stocks, big 
discounts fto U.K. visitors) and quick service. Don't waste 
time—write now to Europe's No. 1: ELITE MOTORS LTD., 
844-965 Garratt Lane, Tooting, London SW17 OLP, 
England. Tel. 01-672-1200. 


Touring Europe'74 


Write for details of our Personal Export 
Scheme and tax-free prices to overseas 
visitors—we will send you, by return, full 
details of machines, spares, clothing, 
accessories and insurance. A deal with 





Comerford’s could save you more than 
your air-fare—and we are only six miles 
from London Airport! 


Zæ Established 
comerford’s £2 
Portsmouth Rd, Thames Ditton, Surrey, England 
EUROPE'S LEADING DISCOUNT DEALER 





FOR INVENTORS 





INVENTORS! FREE BROCHURE LISTING 1,000 CORPO- 
RATIONS which may be interested in your invention. Many 
well-known manufacturers have engaged us to locate new 
products. For Free brochure and information regarding the 
promotion of your invention, contact: Gilbert Adams 
Organization, Dept. 27K, 80 Wall Street, New York, New 
York 10005. 

INVENTORS! Don't sell or license your invention until you 
receive our offer. Eagle Development Company, Dept. G- 
10, 82 Wall Street, New York City 10005. 


PATENT SEARCHES including Maximum speed, full 
airmail report and closest patent copies. Quality searches 
expertly administered with complete secrecy guaranteed. 
Free Invention Protection form and “Patent Information.” 
Write Dept. 1510, Washington Patent Office Search 
Bureau, Benjamin Franklin Substation, P.O. Box 7167, 
Washington, D.C. 20044. 











GOVERNMENT SURPLUS 


“U.S. GOVERNMENT SURPLUS DIRECTORY.” How, 
Where to buy 100,000 items (including Jeeps). low as 2 
cents on dollar! Most complete information 
available. $2.00. SURPLUS DISPOSAL, Box 6586-WX, 
Washington, D.C. 20009. 








MAGAZINES 


MAGAZINE SUBSCRIPTIONS AT LOWEST PRICES 
Available Anywhere. Magazine House, Box 390C, 
Millwood, N.Y. 10546. 








MUSICAL INSTRUMENTS 


30% + DISCOUNTS. Name Brand Musical Instruments. 
Free Catalog. Continental Music, Dept. M, P.O. Box 3001, 
Garden City, New York 11530. 








RESORTS AND TRAVEL 


CYCLE TREKS Mexico presents Baja Trails Tours. 
Ensenada, San Filipe, etc. Suitable for street bikes. Three 
days $85.00, five days $125.00 includes all gas, food, 
booze, back-up vehicle for supplies, repairs. Experienced 
guides. Box 2815, Laguna Hills, Calif. 92653. 








MISCELLANEOUS 





IDENTIFICATION Cards, send stamped self-addressed 
envelope for samples. NIPCOF, 727 North Main, Las 
Vegas, Nevada 89101. 

SLEEP LEARNING. Hypnotic Method, 92% effective. 
Details free. ASR Foundation, Box 7566 EG, Fort Lauder- 
dale, Florida 33304. 
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THERE'S 
HIGH EARNINGS 
AND ACTION 


As a 


MOTORCYCLE 
MECHANIC 


Be a CERTIFIED motorcycle 


mechanic. Earn $7-15,000 per year. 
Train now with AMI the recognized 
leader in the field of training motor- 
cycle mechanics. 
Home study course...or resident 
training course at Daytona Beach, 
Florida, the motorcycle capitol of the 


ROTARY ENGINE TRAINING 


V SET OF PROFESSIONAL 
MOTORCYCLE TOOLS INCLUDED 
WITH EACH ENROLLMENT 
y DYNAMOMETER INSTRUCTION 
START YOUR CAREER NOW! 
Write or Call Toll Free 


800/874-0645 
Florida Residents Call Collect 
904/255-0295 


AMERICAN MOTORCYCLE 
INSTITUTE ME) 


Student Division Dept M 
P.0. Box 2628 
Daytona Beach, Fla. 32015 














| Am A Veteran 





CYCLE 





Free Information Service 


Here's how you can get additional information at no charge, 
- concerning products and services advertised in this issue, and items 

mentioned in the New Products Editorial Section. 

1. Clip one of the coupons (two are provided in the event a second 

person reading this copy wishes to use the service). Print or type your 

name and address where indicated. Be sure to include Zip Code. 

2. Please answer a// questions and circle the number on the coupon 

which corresponds to the number at the bottom of the advertisement, 

















EXPIRES NOVEMBER 28, 1974 CC 10/74 1 
Name 

Address 

City State Zip Code 


PLEASE ANSWER ALL QUESTIONS BELOW AND TYPE 
OR PRINT AS CLEARLY AS POSSIBLE 


1. How many motorcycles do you now own? 
AU1 BO2 Cc O30r more D O None 


FOR MOTORCYCLES CURRENTLY OWNED, PLEASE COMPLETE 
THE FOLLOWING: 


Answer for most recent purchase if more than one is owned. 


2. What make? 





AUBSA DOH-D GO Kawasaki J [O Suzuki 
BOBMW EQ Hodaka HO Norton KO Triumph 
CO Bultaco FO Honda | O Ossa L DO Yamaha 
MO Other 


3. What engine size? 
A OD 40-99cc 
B O 100-199cc 
c O 200-299cc 


G O 600-699cc 
H O 700-799cc 
J 0800cc & up 


D O 300-399cc 
E O 400-499cc 
F O 500-599cc 


4. Excluding motorcycle (s) currently owned, had you previously 


owned a motorcycle? 10 Yes 20 No 
lf YES: 
5. What make? (Most recently owned, if more than one.) 
AO BSA D O H-D G O Kawasaki K O Suzuki 
B O BMW E O Hodaka HO Norton L O Triumph 
c O Bultaco F O Honda Ossa MO Yamaha 
N O Other 


6. What engine size? (Most recently owned, if more than one.) 





1 O 40-99cc 4 O 300-399cc 7 D 600-699cc 
2 O 100-199cc 5 D 400-499cc 8 O 700-799cc 
3 O 200-299cc 6 O 500-599cc 9 0800cc & up 


7. Do you plan to buy a new motorcycle within the next 12 months? 




































































A O Yes B O No 

if YES: 

8. What make are you most seriously considering? (Check ONE.) 
AOBsa DUH-D GO Kawasaki = J O Suzuki 
BOBMW EQ Hodaka HO Norton K O Triumph 
CO Bultaco F Honda 1 O Ossa L O Yamaha 
M U Other 

9. What engine size? 

A D 40-99cc D O 300-399cc G O 600-699cc 
B D 100-199cc E O 400-499cc H O 700-799cc 
c 0 200-299cc F O 500-599cc J 0800cc & up 

10. How much do you plan to spend on motorcycle accessories (e.g. 
protective clothing, goggles, special instruments, tools, mirrors, 
etc.) within the next 12 months? 

1 D Less than $30 3 O $50-$59 5 O $100-$149 7 O $200-$299 
2 O $30-$49 4 O s$60-$99 6 $150-$199 8 O $300 or more 
11. What is your age? 
ADOUnder 18 cC0O21-24 Ee035-44 O55 -64 
B 018-20 DO25-34 F 045-54 HO 65 or over 
For information on items circle numbers below. 

1 2 3 4 5 6 7 8 S WH U a2 as 24. J9 
16 #17 #18 19 #20 21 22 23 #24 25 26 27 28 29 30 
31 32 33 34 #35 36 37 38 39 40 41 42 43 44 45 
46 47 48 49 50 51 52 53 54 #55 56 57 58 59 60 
6i 62 63 64 65 66 67 #68 69 70 7I J2- 73) JA 75 
76 77 #78 79 80 81 82 83 84 85 86 87 88 89 90 
91. 92 93 94 95 96 97 98 99 100 
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or New Products Editorial Listing, for which you want additional 
information. (Key numbers for advertised products also appear in 
advertiser's index on the opposite page.) 

3. Paste the coupon on a government post card or place it in an 
envelope and mail to: 

CYCLE, P.O. Box 2904, Clinton, lowa 52732 

4. Your request for information will be forwarded to the appropriate 
companies. Please allow 4 to 6 weeks for them to fill your requests. 


eee ee 


Pee 


EXPIRES NOVEMBER 28, 1974 CC 10/74 


Name 





Address 








Zip Code 








City State 


PLEASE ANSWER ALL QUESTIONS BELOW AND TYPE 
OR PRINT AS CLEARLY AS POSSIBLE 


1. How many motorcycles do you now own? 
ADı BO2 CO3or more DO None 


FOR MOTORCYCLES CURRENTLY OWNED, PLEASE COMPLETE 
THE FOLLOWING: 


Answer for most recent purchase if more than one is owned. 


2. What make? 











AD BSA DU H-D GU Kawasaki JO Suzuki 
BOBMwW EQ Hodaka HO Norton K O Triumph 
cO Bultaco FO Honda 1| O Ossa L O Yamaha 
MO Other 

3. What engine size? 
A D 40-99cc D O 300-399cc G O 600-699cc 


H O 700-799cc 
J 0800cc & up 


E O 400-499cc 
F O 500-599cc 


B D 100-199cc 
c O 200-299cc 


4. Excluding motorcycle(s) currently owned had you previous 


owned a motorcycle? 1 [0O Yes 2 O No 

EYES: 

5. What make? (Most recenty owned, if more than one.) 
A D BSA DOH ‘G O Kawasaki K O Suzuki 
B O BMW EQ Hoek H O Norton L O Triumph 
c O Bultaco F O Honda Ossa MU) Yamaha 
N O Other 

6. What engine size? (Most recently owned, if more than one.) 
1 D 40-99cc 4 O 300-399cc 7 O 600-699cc 
2 O 100-199cc 5 O 400499cc 3 O 700-799cc 





3 O 200-299cc 6 O 500-599cc 9 O 800cc & up 


7. Do you plan to ini anew motorcycle within the next 12 months? 








Yes BUINo 

lf VES: 

8. What make are you most seriously considering? (Check ONE.) 
AO BSA DO H-D G O Kawasaki JO Suzuki 
BOBMW EQ Hodaka HO Norton KO Triumph 
CO Bultaco FC] Honda | O Ossa LO Yamaha 
M O Other 


9. What engine size? 
A D 40-99cc 
B O 100-199cc 
c O 200-299cc 


G O 600-699cc 
H O 700-799cc 
J 0800cc & up 


D O 300-399cc 
E O 400-499cc 
F (1500-599cc 


10. How much do you plan to spend on motorcycle accessories (e.g. 
protective clothing, goggles, special instruments, tools, mirrors, 
etc.) within the next 12 months? 
1 O Less than $30 3 [0 $50-$59 501$100-$149 7(1$200-$299 
2 O $30-$49 4 O $60-$99 6L1$150-$199 8 [$300 or more 


. What is your age? 











‘AQUnder 18 cO21-24 EO35-44 G0O55 -64 
B O18 -20 D0O25-34 F045-54 H O65 or over 
For information on items circle numbers below. 
2 3 4 5 6 7 8 9 10 11 12 #13 14 «15 
16 317 18 19 #20 21 22 23 24 25 26 27 28 29 30 
31 32 33 34 35 36 37 38 39 40 41 42 B M 45 
46 47 48 49 50 51 52 53 54 #55 56 57 58 59 60 
61 G2 63 64 65 66 67 #68 69 70 71 72 73 VA 75 
76 77 78 79 80 81 82 83 84 85 86 87 88 89 90 
91 92 93 94 95 96 97 98 99 100 
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LETTERS Continued from page 27 


| packed up, took a weeks vacation and 
me and my trusty rambler (425 miles to 
[1] tankful [15 gallons] of gas, better by 
2 mpg and 345 miles than my RD-350) 
slipped down to where its-at; Los Angeles! 
San Diego! Lake Arrowhead! Disneyland! 
Downtown Burbank! Billions of people! 
280 miles of bumper-to-bumper jams! 

The desert has died. Nine years of 
brush-beating has removed any taste for 
desert torture. Nine years of beauty 
creates a soul even in the most unfeeling 
no longer able to co-exist with the unes- 
capable garishness that is California. 

Bigness tends to exclude all except its 
own bigness, becoming convinced in the 
process that is bigness IS all... . To 
an outsider, of course, it all appears ab- 
surd. Life is too small to accomodate only 
one facet of a universal idea. Translated, 
this means that although there are more 
bikers in So Cal than anywhere else 
(hence more bike bucks), nowhere else 
is biking as restrictive, confined, inbred as 
it is in So Cal. 

Witness Kawasaki’s blasé 400 four- 
stroke. Trinkety outside, grey inside. In- 
troduced obviously for the So Cal market. 
The Honda 350 twin was the most un-fun 
bike in the world to ride—mediocre in 
every way, including reliability. Perfect for 
the suburban San Diegan. Give me the 
world of the 350 Yamaha. 

Life is a pasture of cows at full tilt, a 
breeze fresh off pine forests ridden slowly, 
a country town with announced bigotry, 
the villa of open acceptance. . . . Riding 
is dust and unused raingrooves only in 
asmall percentage of the country, yet this 
percentage dreams it IS motorcycling. 
Again, so be it. | enjoy reading fiction; 
| no longer enjoy living fiction... . 

Bill Wolter 
McMinnville, Ore. 


C’EST LA VIE 
Since talking up cycling last year and 
buying your magazine | have really en- 
joyed my spare time. 
| myself ride a '73 Honda 350 Four. I'd 
rather have a 750 but you know how it 
is. 
Keep up the good job which I’m sure 
you will. 
John Law 
No Address 


BSA BANTAM BOOSTER 

My girlfriend and | couldn’t help laugh- 
ing at your “Little Monsters” article. Just 
what are you doing with the fuel? We have 
a pair of old, battered BSA Bantams, 175 
cc two-strokes, with roughly the same 
performance, and both machines return 
over 80 mpg. During a tour of Cornwall 
last year one machine consistently re- 
turned 105 mpg. On the other hand we 
wouldn't recommend them as a “best 
buy.” Handling, lights and brakes are 
rather poor. Since we are both students 
and very poor, things that cost money 
tend to be neglected; we generally buy 
second hand bits when possible, hence 
124 


the lengthy lay-offs if something major 
does break down. Even so, these damn 
bikes have carried us more miles than any 
of the previous 15 machines I’ve owned. 
The most expensive machine I’ve owned 
was a Velo, and that drove me, literally, 
to drink before | managed to sell it to an 
ex-friend, and he only saved his sanity 
by buying a Triumph. 

Small bikes suit our type of riding. We 
never choose the trunk roads if we can 
find a back lane. These have very little 
traffic and plenty of bends, much more 
fun to ride, and lots of fresh air. The main 
roads are too crowded and sitting behind 
diesel wagons breathing in thick black 
exhaust smoke makes me sick. | believe 
that there is a law against such events, 
but it is rarely enforced. Besides, the 
standard of driving in England is pretty 
bad. 

Another thing while I’m at it. Stop 
knocking the World Championships; no- 
body is stopping the Americans from en- 
tering. In fact, | would welcome it. After 
the Anglo-American match races, I'd like 
to see more of your lads over here. The 
competition would really liven things up. 
Kenny Roberts had us on our toes at 
Mallory Park. It would be nice to have an 
American team at the Isle of Man. The 
course will die if we don’t get the stars 
back. After all, the Europeans are moving 
into Daytona, and winning, so come over 
here and get your own back. 

Keith Williams 
Leicester, England 


HIGH SCHOOL MX 

| just finished reading the June issue 
of Cycle, and | was very impressed with 
Cook Neilsons’ editorial on High School 
MX. With the right and proper attitude, 
MX in school could bring not only the 
sport better riders, but the school more 
pride in its students and students more 
pride in their school. After reading the 
reports of several races held by schools, 
it appears that the trend is growing ata 
very rapid rate. | hope that other states 
and schools will look into this new form 

of sporting event and support it. 
Gregg N. Woodruff 
Merritt Island, Fla. 


QUICK AND DIRTY 

This month | took delivery of a 1974 
Kawasaki 750 H-2B. Inspired by your De- 
cember 1973 article on dual-disc conver- 
sions, | placed the caliper on the rear of 
the front fork. But | did it quick and dirty; 
| turned the entire front fork and front 
wheel around 180°. Result—the speedom- 
eter went dead and the odometer ran 
backwards! What happened, of course, 
was that the speedo drive in the wheel 
was also reversed, or rather, the wheel 
now turned backwards in relation to the 
speedo drive’s mechanism. There were 
two possible cures for this problem. The 
first was to put the disc caliper on the 
back on the right side, move the disc from 
left to right, and remove the dust shield 
on the hub opposite the speedo drive. | 
wasn’t wild about exposing the bearings, 


so | took the other course. A right-hand 
caliper (for a dual-disc set-up) was placed 
on the rear of the left, a shortened hy- 
draulic pipe was fabricated, and a Z-1 
speedo cable was used (because it was 
a little longer than the stock H-2 cable). 
Everything works quite well now, the ap- 
pearance is clean, and | have the (ap- 
parently) improved handling stemming 
from the single caliper mounted near the 
steering axis. But if | were not parts man- 
ager of a Kawasaki dealer, the project 
might not have turned out so well, or might 
even have been abandoned. 

David Jacobson 

New York, N.Y. 


MODEST PROPOSAL 

| buy your magazine all the time, how- 
ever, | don’t subscribe to it. Getting to 
the point, | don’t expect an answer to this 
letter, | just want to provide some food 
for thought; 

1 You’ve road tested a lot of bikes. 

2. A lot of people (including me) re- 
spect your honesty when you test bikes. 

3. A lot of people have a lot of different 
reasons for wanting road tests (and, | 
might add, even some of the bikes that 
aren’t made any more). 

Get what I’ve been hinting at? Right. 
Why not sell reprints of your road tests—in 
sets (all Hondas in one set etc.), or why 
not sell capsule tests? Series tests? 

As | said, it’s only food for thought, | 
sure hope you consider it. 

John Salustro 
Port Alberni, B.C. 
Canada 


XL 250 

Having arrived here recently after driv- 
ing Buenos Aires—Tierra del Fuego—Mex- 
ico, not far short of 14,000 miles in all, 
with not a single engine problem | must 
say “hear hear” to your remarks con- 
cerning the XL 250’s reliability. 

This was my first bike and my total riding 
experience before shipping the machine 
from England to Argentina was 1000 gen- 
tle miles back home. So | have no basis 
of experience for comparison, but a bike 
which can take me and 90 Ibs of equip- 
ment to over 17,000 feet, which can return 
mileages of up to 75 mpg (Imperial gal- 
lons!), which in the ‘‘traffic-light states” 
can see off most cars etc., etc. seems 
a pretty satisfactory $900 worth. So much 
so that | am seriously considering doing 
an about turn and heading south again. 

Stephen Saker 
Mexico City, Mexico 


PARTS ONCE USED 
| just read your article on the salvage 
shops and they are just what | am looking 
for. | would like information on whether 
there are any of those shops in the east 
(New Jersey, New York, Pennsylvania, 
preferably.) 
Thank you very much, 
O. Smith 
Berk Hgts, N.J. 
Ifany salvage yards would like to respond, 
Cycle is willing to print their complete 
addresses.—Ed 
CYCLE 








Can you spot 


the camel Filters smoker? | 





Almost everyone going 
fishing today has a gim- 
mick. Pick the one who 
doesn’t. 1. No. He’s called 
“The Ole Skipper” by his 
landlord and the finance company. Gimmick: Never sails without 
a good tide, fair winds, and his rubber duckie. His hard-drawing 
cigarettes are like a cheap lighthouse—they blink twice, then 

go out. 2. Nope. He’s Tim Idsol, known as ‘‘The Codfather.”’ 
Gimmick: Takes no chances. Even smears shark repellent 

all over himself—doesn’t know it’s really meat tenderizer. 





Warning: The Surgeon General Has Determined 


That Cigarette Smoking Is Dangerous to Your Health. 














©1973'R. J. Reynolds Tobacco Co. 





His ‘“‘Long-long” cigarettes send the smoke so far, it carries an overnight 
bag. 3. No. He’s Stu Mack Paump. Makes all sea trips “by rail.” He 
even gets seasick watching his shorts go around in the laundromat. 
His cigarettes have so much charcoal in the filter, he’s had to join 

the miners’ union. 4. Right. He’s here to catch fish—not the latest | 
fads and gimmicks. Wants no nonsense in his cigarette, either. 

Camel Filters. Good taste. Honest tobacco. 5. He’s the cook, | 
Phil Layasol. His meals are so bad, African = 
pygmies come to dip arrows in his soup. 

6. & 7. No and no. They’re porgie and bass. 


Camel Filters. CAM EL 


sumena cs * 





They're not for everybody 


(but they could be for you). 





19 mg. “tar; 1.3 mg. nicotine av. per cigarette, FTC Report MAR. ‘74. 
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THE INDIAN MOTORCYCLE COMPANY 110 N. Doheny Drive, Beverly Hills, Ca 


90211- (213) 278-9470 


